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RATE COMMITTEE DOCKETS 

Publication in the Traffic Bulletin and The Daily 
Traffic World of the dockets of the Trunk Line Coal 
and Coke Committee has been resumed. This leaves 
only the Texas Freight Bureau and the C. F. A. Coal, 
Coke and Iron Ore Committee, of all those rate commit- 
tees whose dockets were formerly published, that have 
not arranged for resumption of publication under the 
terms proposed by us. 


MAKING A JOB FOR THE BOARD 

All President Harding’s diplomacy will probably be 
needed to prevent a first-class row in his official family 
if the Shipping Board insists on trying to clip the wings 
of the Commission for the furnishing of its own wings 
as proposed .in the Jones-Greene ship subsidy bill. 
There is no real need for a Shipping Board, except to 
operate ships. If and when ships now owned by the 
government are sold to American citizens there will be 
only one kind of legislation needed for the board— 
abolition. The idea of several different bodies regulat- 
ing transportation is bad. On the theory that the Ship- 
ping Board members need to provide work for them- 
selves after the board ceases to be a cumbersome operat- 
ing concern, title VIII of the Jones-Greene bill might be 
justified. But the “make work” rules of the labor unions 
are being destroyed wherever possible and perhaps the 
“make work” efforts of the Shipping Board need not be 
regarded seriously. There are plenty of persons who 
believe there is more regulation now than is really 
needed, and consolidation of the two regulating bodies 
(if the Shipping Board is really a regulating body) 
Would be wise. Instead, the Jones-Greene bill proposes 
to take something from the Commission for the board. 
As to the regulatory work of the Shipping Board, all 
it has done in its whole existence could be set forth in 
full in one issue of The Traffic World. As an operating 
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body it has perhaps made even a larger record than has 
the Commission.. That, however, would hardly be a 
good argument for setting it up as a regulating body to 
do part of the work that is now done by the Commission 
and the little more that could be done by the Commis- 
sion, at no appreciable addition to the expense. 


TRAFFIC CLUB NATIONAL PROGRAM 

We have said so much in favor of a national organi- 
zation of traffic clubs with a view to exerting influence 
in the settlement of transportation problems of general 
public interest that it follows, as a matter of course, that 
we heartily endorse the movement begun recently in 
New York to effect such an organization, the prelimi- 
nary work now being in the hands of a temporary or- 
ganization under the chairmanship of W. J. L. Ban- 
ham, chairman of the public affairs committee of the 
Traffic Club of New York, and traffic manager of the 
Otis Elevator Company. Our endorsement, of course, 
is on the theory that the national organization is being 
formed and would operate to take an interest in and 
have an influence on transportation policies and prac- 
tices where the public interest is involved. Otherwise 
we would have no special interest in a national organi- 
zation of traffic clubs, however beneficial such an ar- 
rangement might be thought in a social sense. There 
would be nothing that could be said against such a 
national social organization, probably, but it would not 
be important enough to arouse any enthusiasm. There 
was at-one time, we believe, a national organization of 
traffic clubs, or at least an attempt to effect one, but 
it never got anywhere. The reason for its failure, prob- 
ably, was not lack of effort or ability on the part of 
those who labored for it, but lack of compelling reason 
and motive for such an enterprise. 

The suggestion for an organization of traffic clubs 
along national lines with the purpose of being of public 
service was made by the editor of The Traffic World in 
an address to the New York-Traffic Club last December. 
Much the same address was made later at the annual 
dinner of the Milwaukee Traffic Club and to the Traffic 
Club of New England at its annual dinner in Boston. 
The substance of these addresses as to the functions 
and opportunities of the traffic clubs appeared editorially 
in The Traffic World of February 18 and 25. There is 
little left for us to say except to wish success and pledge 
support to those who are now endeavoring to put the 
idea into effect. We hope all the traffic clubs will see 
fit to send delegates to the meeting to be held to organ- 


526 THE TRAFFIC WORLD Vol. XXIX, No. 10 Mal 





ize 


_| Gulf, Mobile * 
| & Northern R.R. | | ::: 
Daily Fast Through Freight Schedules of 


























for 
POINTS in the EAST, NORTH, and WEST, ing 
AND 
e e ° 2 tra 
South, Southwest, Mexico, California Terminals 1 
and Gulf Ports wit 
in connection with I. C. R. R., L. & N. R. R., M. & O. R. R., N.C. no 
& St. L. * m, Tenn., Southern Ry. via Middleton, Tenn., 
and Laurel, Miss., Frisco Lines via New Albany, Miss., A. & V.-V. 8S. act 
& P. Rys., via Newton, Miss., Vicksburg, Miss., and Shreveport, La., ee 
G. & 8. I. R. R., via Laurel, Miss., diverging rail and steamship lines wil 
-| via Mobile and New Orleans. col 
SOUTHBOUND NORTHBOUND ber 
wiles 
4:30 p. m. @ Lv. Jackson, Tenn. Ar. 8:00 a. m. 2nd day ger 
12:30 a. m. 83 Lv. New Albany,Miss. Ar. 12:30 a. m. 2md day me 
12:47 p. m. next day 247 Ar. Newton, Ly. 11:55 a. m. 
3:25 p. m. next day 261 Ar. Meridian, Miss. Lv. 7:35 a. m. of 
4:20 p. m. next day 298 Ar. Laurel, Miss. Ly. 8:45 a. m. 
4:10 a. m. 2nd day 410 Ar. Mobile, Ala. Lv. 10:00 p. m. inc 
5:40 a. m. 2nd day 448 Ar. New Orleans, La. Lv. 9:40 p. m. 
2:30 a. m. 2nd day 356 Ar. V sg, Miss. Lv. 5:00 a. m. th: 
5:30 p. m. 2nd day 529 Ar. Shreveport, La. Lv. 3:00 p. m. 
+ pu 
Southbound deliveries from New Albany to Newton, Meridian and to 
Laurel are made same day, to other points next day. Northbound, 
from Laurel, Meridian and Newton to New Albany, next day, from an 
other points 2nd day. 
Daily through merchandise car service from Chicage and St. Louis of 
to Meridian, Miss., Laurel, Miss., and Mobile, Ala., ALSO weekly 
through refrigerator car service from Chicago to same points of me 
destination, making third afternoon deliveries at Meridian and Laurel 
- and fourth morning at Mobile from Chicago, second afternoon and 
third morning from St. " 
pecial attention given to the handling of IMPORT, EXPORT and lie 
INTERCOASTAL traffic through the ports of Gulfport, Mobile and 
New Orleans. a 
“THE ROAD OF SERVICE” in 
Sor 
ins 
STORAGE DISTRIBUTION ne 
yet Cold Storage and w . 
Mar areho u . 
y wl 
Quine GEORGE S. LOVEJOY Se Co q 
e 
Manager General Storage Department ca 
178 Atlantic Avenue 
Boston, Mass. a 
dc 
TI 
pr 
th 
in 
to 
W 
ac 
th 
at 
CONSTITUTION WAREHOUSES te 
Connection with all lines via Union Freight 
’ ailroad. ’ Ne 
. SUMMER STREET STORES Capacity, 623,000 cubic feet. ALBANY TERMINAL STORES th 
irect ee arttor d. Railroad. New Haven Direct connection with Boston & Albany th 
spacity, 2,000,000 cubic feet. Capacity, 1,430,000 cubic feet. Ir 
OUR FACILITIES ARE UNEXCELLED : 
t 
Wharfage and Dockage tc 
Free and Bonded Stores 
0 
A Warehouse on every railroad entering Boston fa 


Total General Storage Capacity 10,329,000 cubic feet " 











and 
und, 
from 


Louis 
eekly 
3 of 
aurel 

and 











































































































March 11, 1922 




















ize formally the National Association of Traffic Clubs, 
instructing them to see to it that the organization is 
formed under such constitution and by-laws as will 
make it possible for it and incumbent on it to take active 
part in framing the transportation policy of the country. 


This new function of the traffic clubs, so far as most 
of them are concerned, would not be new except in the 
formal recognition of it and in definite methods of mak- 
ing it effective, for it isa common thing for an individual 
traffic club to discuss formally and to adopt resolutions 
with respect to transportation problems. There can be 
no objection to it on that score. The new form of 
activity need not and would not interfere in the least 
with the social aspect of the clubs. Rather would it 
contribute to their importance and the size of their mem- 
bership. Most traffic clubs have little to hold them to- 
gether but an occasional social gathering or a business 
meeting devoted to local affairs. Interest on the part 
of present and prospective members would be greatly 
increased by the plan that is proposed. Besides the good 
that could be done in influencing proper settlement of 
public questions, there is the good that would result 
to members in the education that comes from discussion 
and consideration of such questions. From every point 
of view the national organization plan is to be com- 
mended. 


The objection that is most likely to arise, we be-' 


lieve, is that of the expense to the clubs of maintaining 
a national organization. But the expense, we think, 
need not be material. It would be a fine thing from a 
social point of view to maintain club rooms in Wash- 
‘ington where members in the national capital on busi- 
ness might have a place to spend their leisure hours in 
congenial surroundings, and the national organization 
might arouse sufficient interest and be carried to a point 
where this might be found desirable. But such head- 
quarters or any headquarters are not necessary for the 
carrying out of the purpose we have in mind. There 
would, of course, have to be some sort of central ma- 
chinery, else the effect of what the traffic clubs might 
do, even if they acted together, would be largely lost. 
This central office would have to conduct some sort of 
propaganda—if not constantly, at least at times when 
the clubs were trying to get results from action taken— 
in order, first, to educate those on whom influence was 
to be exerted to know what the traffic clubs were and 
whom they represented, and, second, to see that their 
action was presented in the proper quarters and with 
the necessary force. To accomplish this it would prob- 
ably not be necessary to maintain national headquar- 
ters or to pay any salaries. Elective officers of the 
national association could be chosen who would give 
the necessary portion of their time to this work, just as 
the officers and chairmen of committees of the National 
Industrial Traffic League, for instance, contribute their 
time and effort. Indeed, there are reasons why, even if 
the money could easily be raised, it might not be wise 
to maintain a central office or headquarters of any kind 
other than social, for an organization working in that 
fashion might come to be looked upon as one that was 
Seeking something else than the public good. 
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We can easily imagine a national association of 
traffic clubs working in unity and with effectiveness 
through a central organization without any expense 
other than that of stationery, postage, perhaps the sal- 
ary of a stenographer, and now and then, possibly, 
something for traveling expenses. If any considerable 
number of the clubs became affiliated, the expense for 
each would be nominal. Even if only the larger clubs 
joined, the expense could not be a burden on any of 
them. 

We are told that Mr. Banham is meeting with much 
encouragement from traffic clubs all over the country 
and we know of several that have voted to send dele- 
gates to the organization meeting. We hope all will co- 
operate, at least until it can be seen just what form the 
proposed association will take. We know of nothing 
that would produce more good in the consideration and 
settlement of transportation problems than an organi- 
zation of this sort, properly conceived and managed, or 
that would be more worth while to members even if its 
activities were confined merely to their own education. 


NAVAL RESERVE AND MERCHANT MARINE 
It is interesting to speculate on the effect some 
of the minor proposals for indirect aid contained in 
the ship subsidy bill will have on public opinion. 
One that has not yet caused discussion is the plan to 
enroll merchant marine officers and men in the naval 
reserve. It is proposed: to give to each employe of the 
merchant marine who cares to enroll, a gratuity equal 
to one month’s pay each year. The word “gratuity” is 
used advisedly, because, in return for this money, the 
government would not receive what it does for money 
spent in maintaining the militia and the regular naval 
reserve—namely, a trained man to add to its fighting 
forces in time of war. The bill plainly states that men 
so paid shall “obligate themselves to serve in merchant 
vessels acting as naval auxiliaries in time of war.” 
Perhaps the availability for such service would be 
worth the $3,000,000 a year it is expected the plan would 
eventually cost. But members of the regular naval re- 
serve have not, for more than a year, drawn a penny of 


retainer pay, in spite of the fact that they have held 


themselves in readness for call in time of war—not for 
service on merchant marine auxiliary vessels, but on 
dreadnaughts, submarines, and airplanes, as gunners, 
torpedo men, and flyers. If the government thinks it 
can use trained men in time of war, it would be much 
wiser for it to give attention to these men who have 
attended drills faithfully without recompense since pay- 
ment of retainer was stopped, and who are dropping 
out in increasing numbers, thus becoming a total loss 
so far as the fighting strength of the country is con- 
cerned. 

These men served durng the war and learned war’s 
lessons. They can be useful as fighters in an emergency. 
They get nothing. Merchant marine employes, pre- 
sumably, have no fighting naval experience. They 
would not, under the law, be available for fighting serv- 
ice, but they would draw substantial pay from the navy. 
Therein lies the injustice. 






















































USE OF OLD BILLS OF LADING 


Information regarding the use by shippers of supplies of old 
bills of lading on hand, after the order of the Commission pre- 
scribing the new bills goes into effect on March 15, has been 
conveniently compiled from numerous notices of the various 
classification committees and sent to the members of the Na- 
tional Industrial Traffic League in a circular. Attention is called 
to Chairman Collyer’s notice of March 2, in which the wording 
of the rubber stamp advised in his notice of February 7, for use 
on straight bills is canceled, and the following substituted for 
use on straight and order bills in Official Classification territory: 


This bill of lading has been superseded by that shown in supple- 
ment No. 15 to Consolidated Freight Classification No. 2, effective 
March 15, 1922, as filed with the Interstate Commerce Commission and 
state railroad commissions, and _ to the extent that it is inconsistent 
with the form and conditions published in such supplement or in sub- 
sequent issues of the Consolidated Freight Classification, it is super- 
seded thereby. 


seme wer eer eereeeseseseses 


Seer eee eee reese eeeeeeeeeeees 


(Agent’s signature.) 


Objection by shippers who had gone to considerable expense 
to provide themselves with the stamp suggested in the February 
7 notice, however, caused the issuance of a subsequent notice 
in which it was stated that the copy contained in the original 
notice might be used on straight bills only. The League cir- 
cular said: 


As we understand it the situation as to the use of old forms of 
bills of lading in Official Classification territory, from March 15 to 
July 1, 1922, is as follows: 

If shippers have provided themselves with rubber stamps sug- 
gested in the notice of February 7 they may use them upon all the old 
forms of domestic straight bills of lading only. 

If shippers will provide themselves with the rubber stamps sug- 
gested in the notice of March 2 (as quoted) they may use them upon 
both domestic straight and order bills of lading. 

Attention is particularly invited to the suggestion that old forms 
of order bills of lading may be used, provided they are properly 
stamped. This is a concession to shippers, not granted in the original 
notice of February 7, but it applies in Official Classification territory 
only. 

The recommendations issued by R. C. Fyfe, chairman of the West- 
ern Classification Committee, and E. H. Dulaney, chairman of the 
Southern Classification Committee, are as follows: 

The old forms of domestic straight bills of lading may be used, 
from March 15 to July 1, provided they are legibly stamped with the 
language reproduced here for convenient reference. It is as follows: 

This shipment is tendered and received subject to 
the terms and conditions of the company’s uniform bill 
of lading, effective March 15, 1922. This receipt is not 
negotiable and if the shipment is consigned ‘‘To order,”’ 
must be exchanged for the company’s uniform order 
bill of lading. 


(Agent’s signature.) 

In Western and Southern Classification territories the old forms of 
domestic order bills of lading cannot be used. The railroads will be 
provided with a sufficient supply of the new forms of order bills to 
supply shippers until they can procure a supply of their own. 

The order bills of lading are negotiable and some bankers will 
probably not accept an order bill which is not strictly in the form 
prescribed by the Commission, and is not, therefore, in a strictly tech- 
nical sense, a legal document. 


We recommend that to avoid the possibility of having order 
bills refused, the new forms only be used. 


MEYER DISCUSSES RAILROADS 


Better financial conditions and the recent stabilization of 
the markets for agricultural products furnish a sound basis for 
the business recovery already well under way, and for confidence 
that the improvement, possibly with temporary reactions, will 
continue throughout the year, according to Eugene Meyer, ZJr., 
managing director of the War Finance Corporation, who spoke 
at the Republican Club in New York March 4. The improvement 
at home, he said, was supplemented by the return toward normal 
of some of the important foreign exchanges, which warrants 
the hope of the stabilization of our foreign commerce. Every 
concrete and tangible piece of evidence points to an existing 
and prospective gradual improvement. 

Mr. Meyer emphasized the fact that the greatest buyer in the 
country is the farmer, and went on to say: 


The farmer’s buying power was reduced to a minimum last sum- 
mer and fall. Improved prices and steady demand for his products 
mean a gradual increase in his ability to pay his debts and to resume 
buying on a normal scale. For every ton of agricultural commodities 
that moves from the farmer to the consumer, a much greater quantity 
of industrial products moves to and fro to supply his needs. The 
restoration of agricultural prosperity means the sure return of a full 
volume of business, which, in turn, means the restoration of prosperity 
to the railroads as well as to other industrial activities. 

There is no real conflict of interests between railroads and agri- 
culture. Both have an interest in seeing that goods reach the market 
at the lowest rates compatible with operating and capital costs under 
efficient management. The present agricultural and industrial organ- 
ization of the country was built up during an extended period of low 
freight rates, especially for long hauls. Radical changes in the rate 
structure mean proportionate alterations in the organization of produc- 
tion and distribution. Traffic will not move more than the distance 
permitted by the cost of transportation. Agriculture and the railroads 
will suffer equally from rates so high as to limit the movement of 
traffic, or so low as to prevent a return adequate for the maintenance 
of the railroad plant in good financial and physical condition and for 
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expansion in proportion to the needs of the growing population. Rates 
that are unduly high limit the range of movement and tend to reduce 
the volume of transportation. 

When farm commodities collapsed, it was perhaps not unnatural 
that the farmer should seek relief through rate reductions, without 
carefully analyzing their possible effect upon the maintenance of ef- 
ficient transportation. But with the adjustment in prices of agricul- 
tural commodities that has occurred during the past few months, and 
with the better understanding of the situation that has resulted from 
public discussion, it is to be hoped that the extreme bitterness on the 
subject may disappear. It is to be hoped also that the experience of 
the railroads with the revolutionary effect of rate increases on the 
movement of traffic will result in a more elastic handling of the rate 
situation by the railroads under the supervision of the Interstate 
Commerce Commission. . 

The railroads must do more at the present time than merely defend 
themselves from attack. They furnish a target because they stand 
between the producer, who is dissatisfied with low prices, and the 
consumer, who is dissatisfied with high prices. Ordinarily, freight 
rates constitute only a relatively small part of the differences between 
what the producer gets and the consumer pays, but we hear so much 
about rates that there is no general understanding of how much more 
other costs enter into these differences. The railroads must go beyond 
the mere transportation question and take part in solving the problem 
of reducing these other costs. They must not only devise ways and 
means for more economical handling at terminal points and for elimi- 
nating losses and waste in transit, but they must co-operate with 
others in developing more economical marketing methods. 


POWER BRAKE INVESTIGATION 


The Commission, by means of an order in No. 13528, investi- 
gation of power brakes and appliances for operating power 
brake systems, has required every railroad subject to the act 
named in the order to furnish information in answer to the fol- 
lowing: 


1. Copies of rules, bulletins and other instructions pertaining to 
operation, inspection, testing and maintenance of air brake equipment. 
2. List of locations where facilities are provided for inspection, 
testing and repair of air brake equipment, together with a brief de- 
scription of facilities and number of employes engaged in this work at 
each of such points. a 
List of locations where tests of pressure retaining valves are 
made, and description of such tests. ’ 

4. Statement showing location, length and gradient of all grades 
more than one mile in length and having a miximum gradient of 1 
per cent or greater. 

Description of practices in manipulating brake equipment for 


. controlling trains descending said grades, showing types of equipment 


and brake pipe and main reservoir pressures used; limiting number of 
cars or tonnage for each of said grades; and speed limits specified. 

6. Statement showing locations, if any, where trains are required 
to stop on said grades for the purpose of inspection of brakes or cool- 
ing of wheels. 

7. List of accidents on said grades which occurred during the 
ealendar years 1919, 1920 and 1921, resulting from failure properly to 
control speed of trains on grades, which caused personal injury, loss 
of life or property loss of $500 or more, together with number of 
injuries and fatalities and the property loss sustained by the carrier: 
as a result of each such accident. 

Statement for each of three years named, showing number of 
couplers broken, drawhbars pulled out, and break-in-twos from other 
causes, together with derailments resulting therefrom, which occurred 
on said grades. 

9. Statement for each of three years named, showing number of 
car wheels renewed for the following causes: (a) Burst, (b) cracked, 
(c) brake burn, (d) slid flat. 

10. Statement showing in detail to what extent, if any, hand 
brakes are used for controlling the speed of trains. 

11. Statement showing what power brake equipment other than 
air brake equipment, if any, is used and extent of such use. 

12. Number of accidents which occurred during the calendar year 
1921, resulting in personal injury or loss of life from each of the fol- 
lowing causes: (a) Burst or parted air hose, (b) emergency applica- 
tion of air brakes, (c) undesired quick action of brakes, (d) train 
parting, (e) faulty manipulation, and (f) accidental interference with 
proper operation of brakes. Show the cause, number of injuries and 
fatalities in each case, and the total property loss sustained by the 
carrier. 

13. Statement for the calendar year 1921, showing terminal and 
road delays to trains, due to causes attributable to improper manipu- 
lation or operation of air brakes or defective brake equipment. 

_ 14. Suggestions for improvement of air brake conditions or prac- 
tices, and any other data which may be of value in connection with 
the Commission’s inquiry into this subject. 


METROPOLITAN TERMINALS 


The Trafic World Washington Bureau 


Representative Ansorge has introduced a joint resolution in 
the House of Representatives (H. J. R283), whereby Congress is 
to give its consent and authority to the organization of NeW 
York and New Jersey interests, known officially as the Port of 
New York Authority, to execute the comprehensive plan ap- 
proved by the legislatures of the two states for the improvement 
of the terminal facilities of the metropolitan area by means of 
bridges, tunnels, railroad belt lines, marginal railroad lines, 
outer belt lines of railroads, together with the necessary facili- 
ties for their operation, including classification yards, stations 
and storage warehouses. The consent and authority are granted 
on the proviso that nothing therein shall be construed as impall- 
ing or affecting the jurisdiction or right of the United States 
end subject to the further proviso that the Congress shall have 
the right to alter, amend or repeal the resolution. The resolu 
tion sets forth the outlines of the plan whereby New York and 
New Jersey jointly undertake the improvement of the facilities 
of the chief port with a view to “providing better postal, military 
and other services of value to the nation.” 
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Current Topics 
in Washington 


Rates and Canadian Exchange.—The most novel question, 
it is believed, that has arisen by reason of the depreciation of 
Canadian currency incident to the World War, has’ been pre- 
sented by Arthur B. Hayes, an attorney of Washington to the 
Federal courts of New York and Pennsylvania. He has filed 
suits in equity against railroads hauling pulpwood and other 
traffic from Canada into the United States asking for a return to 
his clients, of the difference in value between United States 
money paid by them to the American carriers and the Canadian 
money the latter used in paying the divisions out of the rates ac- 
cruing to the Canadian railroads. The suits, all in equity, allege 
the complainants have no adequate remedy at law, else actions 
in debt would have been begun. An additional reason for taking 
the suits to equity courts is that determination of the issue will 
dispose of thousands of cases, similar in their facts to the ones 
he has brought and thereby prevent a multiplicity of suits. 

Suits have been brought as follows: Against the Boston & 
Maine, in the northern district of New York; against the Buffalo, 
Rochester & Pittsburgh, in the western district of New York; 
against the Delaware & Hudson, in the southern district of New 
York; and against the Pennsylvania, in the eastern district of 
Pennsylvania. They were brought in behalf of the West Vir- 
ginia Pulp & Paper Company; the New York & Pennsylvania 
Company; the Armstrong-Forest Company; the Ticonderoga 
Pulp & Paper Company; the Mountain Lumber Company and 
the Finch-Pruyn company, and half a dozen individuals, all ship- 
pers of materials used in paper making from Canada into the 
United States. 

On account of the depreciated condition of Canadian cur- 
rency, the discounts ranging, from 3 to 18 per cent, the Canadian 
railroads declined to accept pre-payment of freight bills. They 
sent all shipments with instructions to collect at the American 
destinations. 

But, according to the allegations of the bills of complaint, 
the American railroads did not settle their accounts with their 
Canadian connections in American currency; instead, they set- 
tled their obligations in the depreciated money of Canada and 
pocketed the difference. For that difference the American paper 
companies are suing the American railroads. They ask for an 
accounting, because they have not adequate records enabling 
them to present to the court the sums each railroad obtained 
by reason of the difference in the values of the two currencies. 

The suits run also against the Director General of Railroads, 
as the agent of the President of the United States, because they 
cover transaction which took place while the railroads were 
under the control of the American government. Most of the 
shipments went to Johnsonburg, Lock Haven, Williamsburg, and 
Tyrone, Pa. 

The suits were based upon the theory that the railroads, 
in collecting American money for the part of its transportation 
which took place in Canada, were violating paragraph 7 of 
the sixth section, which forbids them to demand, collect or 
receive a greater or less or a different compensation for the 
transportation than that which is named in and based upon the 
tariffs containing the rates in effect at the time the transporta- 
tion took place. The collection of more than is authorized by 
the sixth section when the transaction is wholly within the 
United States is treated as a plain overcharge to be settled by 
the carrier with the advice and consent of the Interstate Com- 
merce Commission; that body, however, has never clearly 
defined the extent of its jurisdiction in the case of joint rates 


between Canadian and American carriers, hence the appeal to 
the courts. 





State and Federal Regulation—Five or six years ago, Na- 
than B. Williams, now assistant general counsel for the National 
Manufacturers’ Association, suggested the lightening of the work 
of the Commission by having the state commissions charged 
With the duty of enforcing the interstate commerce law, much in 
the way in which state courts administer the federal laws. The 
State courts have cognizance of things that can be brought in 
the federal courts, always, however, subject to final disposition 
- the federal courts if the litigants are not satisfied with what 
~ State courts decide. In the early days of the republic, stu- 
ro of the federal judicial system may recall, associate justices 
ae “ Supreme Court of the United States, and probably the 
a justice, had to go on circuit, practically to drum up busi- 
a ~~ the federal judiciary, the people having greater fond- 
that or their state courts. In the same way, if Congress decreed 
ng ae commissions might administer the interstate com- 
might eae in their own communities, individual Commissioners 
yh ave to go around and help get the duel scheme started. 
ja Sent there is antagonism, but not more than there was be- 

€n the two systems of courts. The state and federal courts 


net 
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work at the same time and frequently state courts dispose of 
questions arising under federal laws without appeal being taken to 
the federal courts. Reversal of a state court by the Supreme Court 
of the United States does not, it is sugested, result in the state 
courts organizing a lobby for abolishing the offices of the asso- 
ciate justices, which are statutory, while the office of chief jus- 
tice of the United States (not of the Supreme Court of the 
United States, as so often written) is created by the constitution. 
There are dozens of situations in Texas, for illustration, with 
which the Texas commission could deal, if authorized by Con- 
gress, in the administration of the interstate commerce act, 
such for instance, as the rate on gasoline between San Antonio 
and a small refining town about a dozen miles away. Owing to 
the fact that the rate was prescribed by the Commission in one 
of the Shreveport cases, it was immune from consideration by 
Allison Mayfield and his associates, although it is believed, they 
could have made a decision that would have been satisfactory 
to the railroads and shippers both, and not discriminatory against 
shippers in some other part of the country. 





Board Propaganda for Jones-Greene Bill_—That the Shipping 
Board intends conducting an active propaganda in favor of the 
Jones-Greene bill may be taken for granted. It has an active pub- 
licity department by which articles ready for publication are 
prepared in the language a newspaper man might be expected to, 
use when acting on orders to write his reports in such a way as 
to favor a particular project. A few days after the bill was in- 
troduced it put out a story about the Democratic members of the 
board writing to the Remocratic members of the two committees 
of Congress having the bills under consideration, not as an an- 
nouncement by the board, but in form ready for use by publica- 
tions inclined to advocate the passage of the bill as in the public 
interest, as if the reporter for the periodical using it had himself 
discovered the letter, or had written the account of what was 
contained in the letter, after reading the communication. The 
letter itself was not made public by the board. Sometimes the 
Commission makes announcements as to what it has done or is 
about to be done, but it always attaches the orders upon which 
the announcement may be based, so that if a reporter decides to 
use what the Commission has said as his own language, he will be 
able to exhibit the underlying document, and point out the lan- 
guage on which he based a particular declaration. The Shipping 
Board, however, contents ttself with making the announcement. 
In most of its announcements it carries a line of introduction to 
show that such and such a member of its organization made the 
announcement. But in the story about the letter Commissioners 
Chamberlain, Thompson and Benson wrote to the Democratic 
members of the committee, no such indication as to how the fact 
of the letter having been written became known, was attached. 





Railroad Lawyers Before the Commission.—The fact may, not 
mean anything but it is commented on that the railroads, when 
they began their arguments in the Commission’s general rate in- 
quiry this week, put forth Henry Wolf Bikle and Fred H. Wood, 
two of the lawyers, who, it might be said, grew under the tutelage 
of the Commission. There has always been more or less discus- 
sion among lawyers as to whether the opening or closing argu- 
ment is the more important. In rate cases it is a certainty that 
the man who opens is the one who attracts the critical attention 
of the larger number of men who know the subject under discus- 
sion. In that sense, therefore, the men who managed the case 
for the railroads paid a compliment both to the Commission and 
the lawyers assigned to begin the argument. Wood and Bikle 
stand exceedingly well with the Commission. If they go wrong 
on an argument, their standing with the commissioners seems 
to be such that there is not the slightest doubt about their utter 
sincerity. Time was when attorneys for the railroads did not 
have such a good standing. They did not seem to think it nec- 
essary to devote much care to the facts in the case. Some times, 
not sO many years ago either, the lawyer who depended on rhe- 
toric much more than either Wood of Bikle has ever used, dis- 
played their abilities in that line for the supposed edification of 
the commissioners. Bikle and Wood were brought up in the 
rather exacting practice before the Commission. They have had 
to think about the facts and the much heavier fact that the com- 
missioners themselves know much about the general subject 
and that the only reason they need listen to arguments is to ob- 
tain the benefit of the study the man making the argument has 
been able to give to the case immediately in hand.—A. E. H. 


MAIL BY AIRPLANE 


A bill to encourage commercial aviation by authorizing the 
postmaster-general to contract for carriage of the mails by air- 
craft has been introduced by Representative Kelly of Pennsyl- 
vania (H. R., 10717), and referred to the committee on post 
offices and post roads. It authorizes the head of the post office 
department to contract for the carriage of mails by aircraft at 
the rate of not exceeding one mill per pound per mile with an 
added charge of 5 cents for each ounce or fraction thereof to 
be paid by the users of the service. It also authorizes the post- 
master-general to prescribe a reasonable minimum load. 
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CONSTRUCTION OF WORD “DEFICIT” 
The Trafic World Washington Bureau 


With Commissioners Meyer, Hall, Aitchison and Eastman 
dissenting, the Commission, March 9, made public its decision 
in Finance Docket No. 1600, in the matter of the construction 
of the word “deficit” as used in paragraph (a) of section 204 
of the transportation act. The decision is a victory for the 
short line railroads, the Commission holding that the word 
“deficit” means a deficiency or decrease. in a carrier’s railway 
operating income for that portion (as a whole) of the period 
of federal control during which it operated its own railroad as 
compared with its average railway operating income for the 
corresponding portions of the test period. This was the con- 
struction of the law urged by the American Short Line Railroad 
Association. 

The Commission had originally ruled that carriers which 
did not sustain a railway operating deficit for that portion of 
the federal control period during which they were privately 
operated were not covered by section 204. Under that ruling 
if a carrier had a net of one cent it could not recover under 
section 204. The short lines contended they should be reim- 
bursed in amounts equal to the average railway operating in- 
come for the corresponding portions of the test period. After 
the Commission had so held, the question was set down for 
argument. 

The Commission in its report set forth in great detail its 
reasons for believing that Congress intended that the word 
“deficit” should be construed as the majority of the Commission 
construes the word. It then said, in part: 


We are convinced that, not only in the title, but also in the 
definition of ‘carrier’? in paragraph (a) of section 204, the word 
“deficit” is used in its general and broader meaning, that is, a 
deficiency, a falling short, a decrease. The measure of which the 
income falls short is the standard or test with which the income is 
compared. It is to be noted that in this same paragraph (a), in which 
the word ‘‘deficit’ is used in defining ‘‘carrier,’’ the ‘‘test period’’ is 
also defined. And, in the section, the amount of “reimbursement of 
deficits during federal control’? is explicitly based on comparisons of 
income for every month of private operation in the federal control 
period with the averages of income for the three corresponding 
months of the test period, technical or absolute deficits for either 
period being treated as minus quantities. 

If the word “deficit,” in the definition of carrier in paragraph (a) 
is construed as a deficiency or decrease in income under private 
operation in the federal control period as compared with the income 
during the test period, the definition of ‘‘carrier’’ is completely har- 
monized with both the letter and spirit of the remaining paragraphs 
of the section. If, however, this word is given its technical meaning 
as used by accountants, the effect is to make the right to reimburse- 
ment contingent upon the carriers having sustained a technical or 
absolute deficit while privately operated in the federal control period, 
a result which is in direct conflict with the plan of reimbursement 
set forth in detail in the section. The rule is thoroughly established 
that if a word or phrase is susceptible of two constructions, one of 
which will effectuate the evident purpose of the statute and one of 
bine is inconsistent or in conflict with that purpose, the former 
must control. Johnson vs. Southern Pacific Co., 196 U. S. 1, 18. We 
are, therefore, unable to resist the conclusion that, in the definition 
of ‘‘carrier’’ in paragraph (a), Congress meant those carriers which 
sustained losses in income under private operation in the federal 
control period as compared with the test period. 

The idea that Congress, in the definition of ‘“‘carrier,’’ intended 
those carriers only which sustained actual deficits under privaté 
operation in the federal control period, is not only in direct conflict 
with the plan of reimbursement detailed in the remaining paragraphs 
of the section, but it is negatived by the fact that such a classifica- 
tion of carriers would be purely arbitrary and wholly unsupported 
by any sound reason. The purpose of the section is to reimburse 
earriers for losses sustained because of federal control. It is obvious 
that a carrier which had a net income under private operation in the 
federal control period may have sustained a loss by reason of federal 
control equal to or greater than that of a carrier which sustained a 
deficit during such period of private operation. And there is nothing 
in the circumstances surrounding these carriers which raises any 
presumption that those which sustained actual deficits were more 
necessitous than those which had net incomes. Moreover, such a 
classification leads to results which are so inequitable as to be absurd. 
Let it be supposed, for example, that, of two carriers, one had an 
actual deficit in the federal control period of $2.00 and an actual net 
income in the ‘‘test period’ of $998.00, and the other had an actual 
net income in the ‘‘test period’’ of $2,002.00 and an actual net income 
in the federal control period of $2.00. According to the method of 
computation prescribed by the section, the first carrier lost because 
of federal control $1,000.00 and the second carrier lost because of 
federal control $2,000.00. Nevertheless, under the classification we 
are considering, the first carrier would be entitled to reimbursement, 
while the second, whose loss was twice as great, would be denied. If 
however, it be further supposed that the second carrier had switched 
one car less at a $4.00 switching charge, or had refunded a charge of 
$4.00 previously collected, the effect would be to convert its actual 
net income of $2.00 into an actual deficit of $2.00, with the result that 
it would be entitled, under the classification, to reimbursement in 
the amount of $2,004.00. We cannot attribute to Congress the inten- 
tion to make a classification which would result in such absurdities. 

The soundness of the conclusion reached by us is further rein- 
forced by a consideration of the history of this legislation and of other 
acts in pari materia which show that it was the consistent policy 
of Congress to measure the compensation of all roads for any injury 
——- _— federal control by their average incomes during the 
est period. 


Commissioner Meyer, who wrote the dissenting opinion, said 
the holding of the majority, in his opinion, contemplated the 
payment of a large sum to the short line railroads without 
warrant of law, “through the disregard of what was intended 
to be an important condition limiting the benefits of that sec- 
tion to a particular class.” 

“The word ‘deficit’ is one of frequent use in accounting,” 
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said he, “and when used in connection with railway earnings 
has become so common as to have passed from the class of 
technical accounting terms.” 

Mr. Meyer further declared it appeared that the applica- 
tion of the word “deficit” in paragraph (a) of section 204, as 
contended for by the short lines and accepted by the majority, 
was without “precedent or parallel.” 

In conclusion he said: 


The construction adopted makes the short lines a favored class, 
They are guaranted an income at least equal to that of the test 
period, and at the same time are able to keep any income earned in 
excess of that measure. They were in possession of their properties 
and were therefore in position to profit by any opportunities for in- 
creased earning, and, according to the brief filed in behalf of the short 
lines, some of them did so profit, in substantial amounts. The trunk 
lines, on the other hand, were dispossessed of their properties, and 
regardless of the earnings of those properties while under federal 
control, were compensated for their use only upon the basis of the 
test period income. The status of the short lines, under this holding, 
is even better than that of the roads in the guaranty period sub- 
sequent to federal control; for in order to avail themselves of the 
guaranty the carriers were required to obligate themselves to pay to 
the government any income in excess of the test period measure. 

The majority report appears to be animated by a belief that hard- 
ship will be suffered by certain short lines if we adhere to the inter- 
pretation twice placed by us upon this section. But, if true, this 
would not justify us in extending the benefits conferred by section 
204 beyond the limits placed upon them by Congress. It is our 
function to administer the law, not to make it. If Congress had in- 
tended to extend the terms of Sec. 204 to all short line roads, rather than 
to thé more necessitous of such roads, appropriate language would 
have been used. If our former interpretation is incorrect, the courts 
could have rectified our error in an appropriate case; and, if correct, 
the remedy of the carriers, if any, is an appeal to Congress for an 
amendment of the law. 

I am authorized to say that Commissioners Hall, Aitchison and East- 
man concur in this dissent. 


RATES ON GRAIN AND COAL 
The Trafic World Washington Bureau 


The Commission has instituted two further inquiries into 
rates on grain and coal arising from the fact that Illinois, for 
rate-making purposes, interstate, is divided into two parts, and 
because the Illinois commission has prescribed rates on coal. 
It has reopened No. 12929, commonly known as the western 
grain rate case, and No. 11703, in the matter of intrastate rates 
within the state of Illinois. 

The western grain rate case had to be reopened by reason 
of the fact that rates on grain made in accordance with the 
Commission’s decision in that case from points west of the line 
of the Atchison, Topeka & Santa Fe and west of the Illinois 
River are lower than the rates from points south and east of 
the Santa Fe and the Illinois River. The reopening was ordered 
on a petition of the Illinois commission that the interstate rates 
on wheat and hay between points in that portion of Illinois 
“south and east of the line of the Atchison, Topeka & Santa Fe 
from Chicago to Peoria and south and east of the Illinois River” 
and also between points in that portion of the state and por- 
tions north thereof “are and for the future will be unjust and 
unreasonable to the extent that they exceed the rates on said 
commodities between said points in effect August 25, 1920, by 
more than 20 per cent thereof; and that the interstate rates 
for the transportation of coarse grain between all points in the 
Illinois district are and for the future will be unjust and un- 
reasonable to the extent that they exceed 90 per cent of the 
rates contemporaneously applicable to the transportation of 
wheat between the same points.” 

In effect, the Illinois commission complained against the 
rates on grain and hay established in obedience to the order 
of the federal Commission as being in violation of the first 
section of the interstate commerce law. 

The Commission’s general inquiry into rates made by the 
Illinois authorities was instigated by a petition for rehearing 
filed by the northern Illinois coal operators. The Commission. 
in its order, said the further hearing was to be had for the 
purpose of determining whether the intrastate coal rates were 
unreasonably discriminatory against interstate commerce, un- 
duly preferential of intrastate traffic and of shippers and locali- 
ties within the state, and unduly prejudicial to interstate traffic, 
shippers and localities outside the state; and also for the pul- 
pose of considering whether the findings and orders heretofore 
made by it in these proceedings should be modified as to intra- 
state rates on coal in Illinois on the ground that the latter are 
not related to the interstate rates in such a way as to contra- 
vent the interstate commerce act. 


CONSOLIDATED CLASSIFICATION DOCKET 


There is published in The Traffic Bulletin of March 11 4 
special docket of the Consolidated Classification Committee for 
hearings at the Hotel Raleigh, in Washington, D. C., March 29, 
for consideration of proposals for changes in and additions t0 
the fibre shipping container rules and requirements. 


Getting the traffic news each day makes it easier 
to keep informed. Subscribe for THE DAILY 
TRAFFIC WORLD. 
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PETROLEUM AND PRODUCTS 


After more than two years’ consideration, the Commission 
has disposed of No. 10511, Western Petroleum Refiners’ Associa- 
tion vs. Alabama & Vicksburg, Director-General, et al., opinion 
No. 7423, 66 I..C. C. 426-40. It announced what reasonable rates 
on petroleum and its products would be from the Ranger and 
Burkburnett groups to Oklahoma group 3 and Kansas group 2 
in the mid-continent field and from Shreveport to St. Louis, 
East St. Louis and Kansas City, with directions to make rates 
to points beyond so as to have them in harmony with the rela- 
tionships prescribed for the Texas groups and in the Mid- 
continent Case, 36 I. C. C. 109. 

It issued no order but said it expected the carriers to es- 
tablish the indicated rates within ninety days. If they failed 


the Commission said the matter should again be brought to its - 


attention. 

The report also covers No. 10551, Northland Oil Co. vs. A. T. 
& S. F., Director-General, et al., in which the question at issue 
was the proper rating of unfinished distillates. The Commission 
dismissed that case, without prejudice, because it said the parties 
did not desire to litigate the issue in this proceeding. That 
issue is involved in some court cases in the southwest. 

The cardinal points in the decision are that rates from the 
Ranger and Burkburnett groups in Texas to the Oklahoma and 
Kansas groups before mentioned and from Shreveport to Kansas 
City, St. Louis and East St. Louis are unreasonable. The rates 


’ from the Texas to the mid-continent groups were stated on crude 


while the rates from Shreveport to the destinations before men- 
tioned were on refined, with direction that rates on crude, gas 
and fuel oils be made five cents per 100 pounds less. The terms 
of the complaint embraced rates from all producing and refin- 
ing points in Texas and Louisiana to all destinations, but at the 
hearing destinations to Arkansas and Louisiana were excepted 
and the assault upon rates to the lower Mississippi River cross- 
ings and the southeast, usually made by combination upon the 
lower Mississippi crossings, the Commission said, was abandoned 
so that in the last analysis, the case became one in which the 
complaining association asked rates properly aligned, from the 
Texas producing and refining groups, to the Oklahoma and 
Kansas groups of the mid-continent field and from Shreveport to 
the rate-breaking points. In fact, while the terms attacked the 
rates to the northern markets, by name, the testimony confined 
the case to the rate-breaking points because the maladjustment 
ccncerning which complaint was made was in the rates to the 
breaking points, and not beyond. The rates beyond were estab- 
lished in the Mid-continent case and alignment up to the rate- 
breaking points, almost automatically would establish them to 
points beyond. 

All the rates mentioned in the report as “present rates” 
referred to the ones in effect prior to the operative date of Ex 
Parte 74. All the key rates prescribed in this report, therefore, 
are subject to the increases made August 26, 1920. They were 
the “present rates” when the record was made and the “pres- 


ent rates” when the case was argued and submitted to the Com- 
mission December 4, 1919. 


Commissioner Hall, author of the report, said all parties 
were hopelessly at odds over the method for arriving at just, 
reasonable and non-discriminatory rates. ‘The only point on 
which they all agreed, he said, was that the difference in rates 
cn refined and crude oils found by the Commission in the Mid- 
continent case was proper. That difference, at the time the 
finding was made, was five cents per 100 pounds, since increased 
by the varying percentages of increase in the base rates. 

The complainant asked for rates from the two Texas groups 
to the mid-continent group of 17.5 cents with rates to St. Louis 
ond Kansas City differentials over. The Texas Petroleum As- 
scciation objected and asked for two groups. The Shreveport 
interveners supported the complaining association. The rail- 
roads admitted the chaotic condition of the rates. In disposing 
of the case the Commission made the following findings: 


On account of the relatively short hauls from the Texas groups 
to Oklahoma group 3 and Kansas group 2, and the considerable dif- 
ference in the average distances to the latter two groups, we do not 
feel that substantial justice would be accorded to the refining points 
in Oklahoma group 3, where the bulk of the refining is Gone, by in- 
qonne them with points in Kansas group 2 on shipments from these 

XaAS groups 
_ We, therefore, are of opinion and find that the rates on crude oil, 
in tank-ear loads, from the Burkburnett group to points in Oklahoma 
group 3 and Kansas group 2 will be unreasonable to the extent that 
no exceed 17.5 cents and 20.5 cents, respectively, and from the 
‘anger group to the extent that they exceed 21.5 cents and 24.5 cents, 
respectively. Our finding is necessarily restricted to crude oil, as the 
“at is silent as to the movement of gas and fuel oils to these 
th The present rates on refined oil, in tank-car loads, from and to 
wil? sroups are almost double those on crude oil. We find that they 
ul be unreasonable to the extent that they exceed the maxima rates 
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herein prescribed on crude oil from and to the same points by more 


than 5 cents. 

Subsequent to our decision in the Midcontinent Case the defend- 
ants established rates from points like Drumright, Oklahoma City, 
Ardmore, and Enid, higher than those prescribed from the midcon- 
tient group. On crude oil from Texas to these points complainant 
contends that in order to preserve the competitive adjustment the 
rates should be less than the rates to the midcontinent group by the 
same amounts as the rates on the refined oil to St. Louis, for in- 
stance, are greater than the rates from the midcontinent group. The 
rates on the outbound products from the Oklahoma points referred to 
are not before us in this proceeding and have never been passed upon 
by us. Defendants propose to readjust them. The record is not suf- 
ficient to warrant us in prescribing rates from Texas to these points 
but defendants should have no difficulty in establishing rates which 
will result in a harmonious relationship to the rates prescribed in the 
Midcontinent Case and in this proceeding. 

The rate of 24.5 cents from the midcontinent field to St. Louis 
for an average distance of 412 miles yields ton-mile earnings of 11.9 
eee rates of 26.5 cents from Shreveport for 567 miles yields 

.3 mills. 

It is obvious that a 2-cent spread between the two groups for an 
additional haul of 155 miles is too narrow. The maximum rates of 
28.5 and 32.5 cents, prescribed to Kansas City from Burkburnett and 
Ranger groups, respectively, will yield 11.4 and 10.3 mills per ton- 
a The 31.5-cent rate proposed by defendants would yield 11.2 
mills. 

We find that the present rate on refined oil, in tank-car loads 
from Shereveport to Kansas City is and for the future will be un- 
reasonable to the extent that it exceeds 30.5 cents, and that the same 
rate will be a reasonable maximum rate for the future from Shreve- 
port to St. Louis. Rates to points beyond should be established in 
the same manner as rates from the Burkburnett and Ranger groups. 

Rates on crude, gas, and fuel oils should be 5 cents less than 
those on refined oils. This will result in a rate on crude, gas, and 
fuel oils of 25.5 cents to St. Louis and Kansas City. In Consolidated 
Oil Refining Co. vs. K. C. S. Ry. Co., 53 I. C. C., 96, we found that 
2 rate of 22 cents applied on various carload shipments of crude pe- 
troleum forwarded during 1916 over various routes from Shreveport 
and Crichton, La., to East St. Louis, Ill., had not been shown unrea- 
sonable. This rate if increased by 4.5 cents as was done generally in 
modification of the rates increased under general order No. 28 would 
cesult in a rate of 26.5 cents. 

The Shreveport interveners stated that their principal interest was 
in the rates to northern markets, such as Chicago, and introduced 
little evidence as to their rates to points in the midcontinent group. 
It is said that some of the midcontinent refineries can handle Louisiana 
crude, valuable for its lubricant contents. The record affords no ade- 
quate basis for prescribing* rates, but defendants should establish 
rates which will harmonize with those herein prescribed from the 
Texas groups to the midcontinent group. 

Our findings are to be understood as providing that to the amounts 
therein specifically named there shall be added the increase author- 
ized in Increased Rates, 1920, 58 I. C. C., 220. No order will be en- 
tered at this time. It is expected that defendants will, within 90 
days from the service of this report, establish rates observing the 
maxima herein found reasonable, subject to the increase authorized 
in the case last cited, and line up rates to intermediate points with 
those found reasonable to key points or groups of points. If de- 
fendants fail to do this the matter may be called to our attention for 
such further action as may then be found necessary. 


C. & E. L-ST. L. S. F. DIVISIONS 


What the Commission thinks would have been just, reason- 
able and equitable divisions for the Chicago & Eastern Illinois 
to have received on and since September 24, 1920, from the St. 
Louis-San Francisco have been prescribed, in a report written 
by Chairman McChord on No. 11285, William J. Jackson, re- 
ceiver of the property of the Chicago & Eastern Illinois Railroad 
Company, vs. St. Louis-San Francisco Railway Company, opinion 
No. 7411, 66 I. C. C. 359-70, as to traffic interchanged at Chaffee, 
Mo. The Commission found the divisions allowed the com- 
plaining road were unjust, unreasonable and inequitable. Their 
basis was established while the two roads were part of the 
same system. The complaint was filed September 24, 1920, 


hence the finding goes back to that date. In its finding the 
Commission said: 


We further find that the just, reasonable, and equitable divisions 
out of the said joint rates, to which the Eastern Illinois is and for 
the future will be, entitled are as follows: (a) on traffic which crosses 
the Mississippi River at Thebes and Memphis, where the expense of 
the Memphis crossing is borne by the Frisco, the amount ordinarily 
allowed carriers for the haul north of Cairo or Thebes; (b) on coal 
from mines on the Eastern Illinois in the southern Illinois district, 
92.5 cents per ton to Thebes, and 2 cents per 100 pounds or 40 cents 
per ton, for services from Thebes to Chaffee; and (c) on other traffic, 
in addition to the revenue accruing to the Eastern Illinois east and 
north of Thebes, amounts as follows; on less-than-carload traffic, 5.5 
cents per 100 pounds; on carload traffic, except lumber, 2.5 cents per 
100 pounds, and on lumber 2 cents per 100 pounds. 

We further find that the Eastern Illinois is entitled to and should 
Pee the entire line-haul revenue on its local traffic to and from 

affee. 

With respect to joint rates which have been established pursuant 
to findings or orders of this Commission, including those established 
pursuant to the authority granted in Increased Rates, 1920, 58 I. C. 
C. 220, we find that the divisions thereof received by the Eastern 
Illinois should be adjusted upon the bases above found just, reason- 
able, and equitable, effective as of September 24, 1920. 


COAL, N. MEXICO TO ARIZONA 


Reversing its prior decision that the rates on coal were not 
unreasonable, the Commission, in No. 10714, United Verde Ex- 
tension Mining Co. vs. United Verde & Pacific, Director-General 
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et al., opinion No. 7413, 66 I. C. C. 377-8, has held that rates 
on coal from Dawson, N. M., to Clarkdale and Jerome, Ariz., 
shipped between October, 1917, and December, 1918, were un- 
reasonable to the extent that they exceeded $6.50 per net ton 
prior to June 25, 1918, and after that date that the rate to 
Clarkdale was unreasonable to the extent that it exceeded $7 per 
net ton and that the present rate to Clarkdale is unreasonable 
in that it exceeds $8.75 per net ton. The rate of $8.75 is to 
be established for the future not later than June 1. With 
respect to the rate to Jerome the Commission held that it was 
unreasonable to the extent it exceeded $7 per net ton to Jerome 
Junction plus the local rate beyond. In view of the fact that 
the present rate to Jerome is the Clarkdale combination and that 
the Verde Tunnel & Smelter Railroad, the only carrier serving 
Jerome, was not a party to the case, the Commission made no 
finding respecting the present rate to Jerome. 

Dissenting, Commissioner Hall said nothing had developed 
on the further hearing warranting a reversal. Therefore, he 
said the reasons stated in the original report, 57 I. C. C. 300, 
should again cause the dismissal of the complaint. 


OHIO-INDIANA TRACTION RATES 


A holding that the respondents had not justified their pro- 
posals has been made by the Commission in its report on I. and 
S. No. 1450, opinion No. 7427, 66 I. C. C. 449-51. The case grew 
out of a fight between electric railroads operating in Ohio and 
Indiana. They proposed to cancel class rates from Indiana points 
of origin to Ohio destinations via the Terre Haute, Indianapolis 
& Eastern Traction Co., because, among other things, they could 
not agree upon divisions, and another, that one carrier closed 
a route for traffic through Richmond. Indianapolis and Louis- 
ville protested. It was proposed to cancel joint rates from 
Indianapolis over the Terre Haute, Indianapolis & Eastern and 
the Dayton & Western to points on the Indiana, Columbus & 
‘astern, east of Dayton. A further proposal was to cancel joint 
rates from points on the Interstate Public Service Company and 
its connections to destinations on the Indiana, Columbus & 
Eastern, and to points beyond. The Commission ordered the 
cancellation schedules to be cancelled. The Commission regarded 
the move as a retaliation by the Interstate Public Service Com- 
pany and its affiliated lines against the action of the Indiana, 
Columbus & Eastern, which sought to eliminate routes through 
Richmond; that proposed closing of the routes through Richmond, 
the Commission said, was the outgrowth of inability of the car- 
riers to agree upon divisions and that such disagreement could 
not be permitted to cause suffering to the public. 


RATES ON PULLED WOOL 


The carriers, by an order in No. 10282, Swift & Co. vs. 
A. T. & S. FE., Director-General et al., opinion No. 7419, 66 
I. C. C. 409-14, are required to establish rates, not later than 
May 29, on pulled wool, in the grease, carloads, from Chicago 
to points in Trunk Line and New England territories not higher 
than rule 26, minimum 32,000, subject to rule 34 of the govern- 
ing classification. It held unreasonable for the future the third 
class rates, applicable to carloads with a minimum of 16,000 
pounds. The complainants asked for a fourth class rating on 
such pulled wool in the grease in machine pressed bales, but 
the Commission prescribed the rating before mentioned. 

It held the proportional rates and minima from the Mis- 
sissippi River crossings not unreasonable. It held the rates 
not unreasonable for the past because the rating was estab- 
lished, the Commision said, on its suggestion carried in Trau- 
gott Schmidt & Sons. vs. M. C. R. R., 23 I. C. C. 684. In that 
case the Commission said wool in Official Classification territory 
might well take third class on a minimum of 16,000 pounds 
instead of second on a minimum of 10,000 pounds. The com- 
plaining packers said that that suggestion was obviously based 
on wool in sacks and that the Commission probably was not in- 
formed concerning the large movement at that time of wool in 
machine pressed bales, which readily loaded in excess of 24,000 
pounds per car. The Commission, however, refused to act on the 
suggestion it was not informed on the point and prescribed rule 
26 rating. 

The report also embraces No. 10375, Armour & Co. vs. same 
et al. 


RATES FROM BRANCH LINE POINTS 


In a report on No. 10858, State of Idaho ex rel. Public 
Utilities Commission of the State of Idaho vs. Director-General, 
Oregon Short Line et al., opinion No. 7407, 66 I. C. C., 330-7, 
the Commission, with Commissioners Hall and Lewis dissent- 
ing, held unduly prejudicial blanket interstate rates from and 
to points on the Wilder and Murphy branches of the Oregon 
Short Line, higher than the rates contemporaneously maintained 
te and from Nampa, Emmett and Boise; and the maintenance of 
rates maintained upon a graded basis from and to points on 
these branches higher than from and to points for like dis- 
tances on the Emmett and Boise branches, not unreasonable but 
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unduly prejudicial. A further finding was that rates to and 
from points on the Caldwell Traction Company to and from inter- 
state destinations were neither unreasonable nor unduly pre- 
judicial. 

The report also covers No. 11386, same vs. same. That com- 
plaint was rendered moot by the forfeiture of the lease to the 
Wilder branch by the Caldwell Traction Company, which was 
operating it at the time the complaint was filed. 

The issue was as to whether the complaining communities 
on the two branch lines should be compelled to pay higher rates 
than the communities on the main line or on some other branches, 
The rates paid by the communities for which the utilities com- 
mission made complaint were generally made by combination on 
the junctions. The report said little evidence was presented 
to show the rates unreasonable. Commissioner Hall said there 
was no evidence of undue prejudice and that therefore the com- 
plaints should have been dismissed. On the general subject of 
higher rates from branch line points, the Commission said: 


When points distributed over an extensive area are grouped and a 
blanket rate applied to or from all such points, the fact that points 
lying within that blanket are on a branch line does not argue as 


- strongly that there should be a branch-line differential as when the 


rates are applied upon a graded basis. The question of whether or 
not there should be such a differential in connection with blanket 
rates depends in a large measure upon how extensive the blanket is. 
In the territory involved the blankets are necessarily large. In an 
extensive blanket a branch-line haul of 30 miles loses its significance 
unless it is made to appear that the branch-line operation is much 
_— oo than main-line operations from remoter parts of the 
blanket. 


CLASS RATES FROM LA CROSSE 


In a report on further hearing, written by Commissioner 
Meyer, in No. 8525, La Crosse Shippers’ Association vs. Ann 
Arbor et al., opinion No. 7412, 66 I. C. C. 371-6, the Commis- 
sion has adhered only to its finding in the Wisconsin Rate Cases, 
44 I. C. C. 602, as to class rates from La Crosse to destinations 
in trunk line, New England, and Central Freight Association 
territories. In the original report in this and the related Wis- 
consin rate cases the Commission prescribed class rates “be- 
tween” New York and La Crosse 145 per cent of the New York 
Chicago rates and required that rates between trunk line and 
New England points on the one hand and La Crosse en the other 
should bear the same relation to the new New York-La Crosse 
rates that they had theretofore borne to the old rates. Increases 
in the rates to Chicago following The Fifteen Per Cent Case 
resulted in rates to La Crosse the same as those to St. Paul. 

Although the Commission required the establishment of 
rates so constructed the carriers persuaded the Commission to 
extend the effective date of its order as to the eastbound rates 
and to grant a further hearing. Application was made by the 
Milwaukee, the North Western, and the Burlington for the 
further hearing. Their opposition to the rates was based upon 
the ground that the volume of traffic, as well as the merchandise 
loading per car, was heavier westbound than eastbound; that the 
westbound rates were the result of competition of rail-lake-and- 
rail routes for the heavy merchandise tonnage of the Twin 
Cities, whereas there was little traffic offered eastbound and 
the boat lines were not active competitors for such traffic, be- 
cause eastbound there were available attractive cargo lots of 
grain and grain products; that combination rates applied to 
trunk line territory from the Twin Cities, Eau Claire, Chippewa 
Falls, and points in the territory naturally related to La Crosse, 
including points from which the combination basis was approved 
in the Commission’s original report; that to require rates from 
La Crosse to trunk line territory lower than the combination, 
the carriers feared, would bring about a demand from such 
points for like action and result also in the reduction in rates 
from directly intermediate points, from some of which the com- 
bination basis was also approved in the original report; and 
that the rates from La Crosse would be relatively lower than 
those from St. Paul and produce lower ton mile earnings 
although for a longer distance. 

The Commission said that while it would appear that the 
eastbound rates might properly be the same as the westbound, 
it could not on this record require a reduction in the eastbound 
rates corresponding to that on the westbound. 

Commissioner Campbell, dissenting, said that this finding 
on rehearing which allows higher rates eastbound than west- 
bound is inconsistent. He believed the finding in the original 
report that they should be the same in both directions should 
have been reaffirmed and made operative. 


RATES ON LEAF TOBACCO 


A finding of unreasonableness, an award of reparation and 
an order to establish the rates found reasonable, have been made 
in No. 11787, Roth Tobacco Company . vs. St. Louis-San Francisco, 
Director-General et al., opinion No. 7404, 66 I. C. C., 314-19, as to 
combination rates on unmanufactured or leaf tobacco in hogs 
heads, from points in Kentucky, Tennessee and Indiana to Cape 
Girardeau, Mo. They were also held unduly prejudicial, but the 
Commission, having held them also unreasonable, prescribed the 
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measure of the rates to be substituted, leaving no option to the 
carriers involved. 

The points of origin are Springfield, Gallatin, Hartsville and 
Westmoreland, Tenn., and Franklin, Ky., on, the Louisville & 
Nashville; Hopkinsville, Ky., on the Illinois Central; Carthage, 
Tenn., on the Tennessee Central; Murray, Ky., on the Nashville, 
Chattanooga & St. Louis, and Booneville, Ind., on the Southern. 
Complainant also attacked the rates from Paducah, Ky., but 
later abandoned that allegation. 

The Commission found the rates unreasonable and unduly 
prejudicial prior to August 26, 1920, from Murray, Ky., to Cape 
Girardeau, to the extent the total rate charged exceeded 46.5 
cents per 100 pounds, and to Cape Girardeau from the remaining 
points of origin to the extent that the rates charged exceeded the 
rates to Cairo, Ill., plus the following amounts, in cents per 100 
pounds: from Booneville, Ind., and Carthage, Tenn., 14 cents; 
from Franklin, Ky., and Westmoreland, Tenn., 15 cents; from 
Hartsville, Tenn., 16 cents; from Gallatin and Springfield, Tenn., 
17 cents, and from Hopkinsville, Ky., 20 cents, minimum 22,000 
pounds on shipments in bulk, and any quantity on shipments in 
hogsheads, and that the rates since August 25, 1920, have been, 
and the present rates are and for the future will be, unreason- 
able and unduly prejudicial to the extent that they exceeded or 
exceed the rates found reasonable for the period prior thereto 
subject to the increase authorized in Ex Parte 74. 

The rates indicated as reasonable and non-prejudicial are to be 
established not later than May 1. 


CITRUS FRUIT IN FIELD BOXES 


The Commission has dismissed No. 12368, Florida Citrus Ex- 
change vs. Director-General, as agent, opinion No. 7400, 66 I. C. 
C., 307-8, holding the charges collected, during federal control, 
on citrus fruit, in field boxes, in 1919, on intrastate shipments, 
were not unreasonable. The charges were collected by the At- 
lantic Coast Line under a tariff effective October 23, 1918, which 
stated rates for citrus fruit in field boxes not greater in size than 
the standard citrus fruit boxes prescribed by act of the Florida 
legislature, passed in June, 1915. Rates on the field boxes were 
continued by the Coast Line until 1918 on the representations of 
shippers that they had invested in boxes of that kind, half the 
size of the standard boxes, and desired to save their investment. 
The complaint that the rates were unreasonable, the report said, 
was based solely on the fact that the charges were the same as 
if the boxes had been full size. The Commission said that did 
not show the charges to have been unreasonable, but a result 
from the election of the shippers to use the smaller boxes under 
rates established to apply on boxes of fruit not exceeding cer- 
tain dimensions. 


RATES ON PRINTING PAPER 


The Commission has dismissed No. 12263, Ault & Wiborg 
Company vs. L. & N., Director-General et al., opinion No. 7379, 
66 I. C. C., 247-8, holding the rates on printing paper, in carloads, 
from Hamilton, O., to Mobile, Ala., for export, in January and 
February, 1920, was not unreasonable. A joint fifth class rate 
of 39 cents applied and was collected for the shipments over the 
L. & N. There was a combination of 32.5 cents over the Southern 
and later that rate was made applicable over the route of move- 
ment, but the Commission held the higher rate not unreasonable. 





ACID, FROM HILLSBORO, ILL. 


The Commission, in a modification of its original report in 
I, and S. No. 1259, 60 I. C. C. 588, has allowed the carriers in- 
volved to establish rates on acid, N. O. I. B. N., in tank ears, 
from Hillsboro, Ill., to Cincinnati, Evansville and Jeffersonville, 
no higher than the rates ordered to be cancelled by the original 
report in this case. The effect of the former decision was to 
hold, as having been justified, a commodity rate of 20.5 cents. 
The case was reopened at the request of the American Zinc, 
Lead & Smelting Co., the original protestant. At the further 
hearing it was brought out that the Southern had changed its 
rates from Copperhill, Tenn., so as to make the former holding 
of justification untenable, hence the modification permitting 
the carriers to do what they originally intended. The modified 
report is I. & §. No. 1259, Acid From Hillsboro, Ill., to Ohio 
River Points, opinion No. 7415, 66 I. C. C. 383-5. 


c. B. & Q@. EXTENSION NOT REQUIRED. 

A proposed extension of the Chicago, Burlington & Quincy 
from Ericson to Chambers, Neb., requested in a formal complaint 
by Ezra W. Cooke, acting for himself and some 200 other resi- 
dents of Holt and Wheeler counties, Neb., is not reasonably re- 
quired in the interest of public convenience and necessity, the 
Commission has held in dismissing the complaint in No. 11658, 
Ezra W. Cooke vs. C. B. & Q., opinion No. 7428, 66 I. C. C. 452-6. 

The complaint was filed under paragraph 21 of section 1 
of the interstate commerce act under which the Commission may 
require a carrier to extend its line. 

The Commission said that the issuance of the order prayed 
for would require defendant to invest a large sum of money in 
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an undertaking which at the outset would not be a financial suc- 
cess and would not hold out hope for the future. 


RATE ON BAUXITE ORE 


The complaint in No. 12069, General Chemical Co. vs. Di- 
rector-General, as agent, Central of Georgia et al., opinion No. 
7425, 66 I. C. C. 443-4, has been dismissed by the Commission on 
a finding that rates on bauxite ore from Republic, Ga., to Chicago 
te Ill., in 1918, were not unreasonable or otherwise un- 
lawful. 


RATES ON FRESH MEAT 

An award of reparation has been made by the Commission 
in No. 12332, Armour & Co. vs. D. L. & W. and Director-General, 
as agent, opinion No. 7426, 66 I. C. C. 445-8, on a holding that 
the rates charged by defendants on 10 carloads of imported 
fresh pork, moved during September, 1919, from the freezer of 
the Eastern States Refrigerator Company, Jersey City, to com- 
plainant’s plant at Jersey City, were unreasonable to the extent 
that they exceeded $15 per car. 


RATE ON MANGANESE ORE 

The Commission has awarded reparation in No. 12352, C. G. 
Chevalier vs. Director-General, as agent, opinion No. 7421, 66 
I. C. C. 421-2, on a finding that a rate of $5.52 per long ton on 
manganese ore, from First Ford, Va., to Pittsburgh and Sharps- 
burg, Pa., was unreasonable to the extent that it exceeded $4.50 
per long ton, a subsequently established rate. The ore moved 
between March 3 and June 2, 1919. ; 


COFFEE, NEW ORLEANS TO JACKSON 


A condemnation of unreasonableness, an award of repara- 
tion, and an order directing the establishment of a reasonable 
rate have been made in No. 12029, Macgowan Coffee Co. vs. 
Illinois Central, Director-General et al., opinion No. 7417, 66 
I. C. C. 389-92, as to rates on green coffee from New Orleans to 
Jackson, Miss. The carriers are to establish a rate not exceed- 
ing 40 cents per 100 pounds not later than May 6. 

The Commission found the rate not unreasonable prior to 
January 28, 1920, but unreasonable after that date to the extent 
it exceeded 40 cents. The rate in effect on January 28, 1920, 
was 43 cents; after August 26, 1920, it was 54 cents. In I. and 
S. No. 1303 the carriers proposed a rate of 40 cents applicable 
on and after March 1, 1921, but the Commission ordered the 
cancellation of the schedules suspended in I. and S. No. 1303, 
including the 40-cent rate which is to be established in May. 
It said in the report in this, case, however, that it had not spe- 
cifically condemned the 40-cent rate as unreasonable. 


RATES ON NITRATE OF SODA 


A finding of unreasonableness and an award of reparation 
have been made in No. 12266, Barrett Company vs. Pennsylvania, 
Director-General et al., opinion No. 7414, 66 I. C.-C. 381-3, as to 
an import rate on nitrate of soda, carloads, from Port Richmond 
to Frankford, stations in Philadelphia. The shipments moved 
in 1919, and in 1920, prior to August 26. The Commission held 
the rate, prior to February 29, 1920. was unreasonable to the 
extent it exceeded 9 cents per 100 pounds. A further finding 
was that the rate of 9 cents in effect between February 29 and 
August 25, 1920, was not, and that the present rate of 12.5 cents 
in effect from and after August 26, 1920, is not unjust or un- 
reasonable. 


REPARATION ON SALT 

The Commission has modified its first report on No. 11611, 
Mulkey Salt Co. vs. Wabash, Director-General] et al., opinion 
No. 7424, 66 I. C. C. 441-2, in which it held that shipments of salt 
from Detroit to destinations in Virginia and Tennessee, in De- 
cember, 1917, and January and February, 1918, had been mis- 
routed and that reparation should be made. The original report 
was made in 61 I. C. C. 669. The Commission has now held the 
shipments made in December, 1917, were not misrouted, but 
that those made during federal control were misrouted. In this 
case the shipments were delivered to the Wabash. The bills 
of lading showed rates applicable over the Pere Marquette. The 
Commission held that the principle in the McLean case applied 
to the shipments in December, but not to those made when both 
roads were under federal control. The principle in the McLean 
case is that when a shipper delivers a shipment to a carrier 
naming a rate over a rival line from the point of origin, the 
earrier receiving the shipment is not obliged to turn it over 
to its rival, but may carry it to destination at the higher rate. 


RATES BETWEEN NATCHEZ AND VICKS- 
BURG AND LA. 


The Commission; in an opinion written by Commissioner 
Meyer on No. 8845, Natchez Chamber of Commerce vs. Louisi- 
ana & Arkansas et al., opinion No. 7416, 66 I. C. C. 386-8, and 
Nos. 8920 and 9036, complaints by the same organization against 
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different railroads, has vacated and set aside its orders of 
August 12, 1920, and August 11, 1921, requiring the carriers to 
prescribe reasonable rates between Natchez and Vicksburg, on 
the one hand, and destinations in western Louisiana on the 
other, and to remove the undue discrimination against inter- 
state shippers caused by the rates made by the Louisiana com- 
missioners. They were set aside upon the petition of the Louisi- 
ana commission but not for the reason set forth by that body. 
It argued that inasmuch as the objectionable rates had been 
removed by the orders issued by it, the jurisdiction of the 
federal body was exhausted and there was nothing for its orders 
to act upon. The federal body set aside its orders because the 
unlawful situation had been corrected, because it was convinced 
it would not be restored, and, therefore, there was no real 
necessity for the further continuance of the orders. 


Opposition to the vacation of the orders was made by the 
complainant which argued that if the present adjustment was 
reasonable and not prejudicial and that it would not be changed 
by the Louisiana commission, nothing would be gained by the 
cancellation of the orders. 


The Commission, in vacating its orders, said that if such a 
situation as existed when the orders were issued should again 





LOWER CEMENT RATES 


A downward revision of rates on cement has been recom- 
mended by Examiner John T. Money in a supplemental report 
on No. 8182, Western Cement Rates, and No. 11829, Nebraska 
Rates, Fares and Charges. He recommended a compromise 
scale, composed of the average of scales II and III for use in 
that part of scale III territory lying in Nebraska, Kansas and 
Missouri, and the establishment of scale IV rates on the basis 
of 120 per cent of scale III. 

A further recommendation is that the Commission hold 
the rates and minimum weights on cement prescribed by the 
authority of Nebraska, lower than the rates and weights pro- 
duced by the use of the formule recommended by him, be held 
unduly prejudicial to interstate shippers, unduly preferential of 
intrastate shippers and unjustly discriminatory against interstate 
commerce. 

In the original report (48 I. C. C. 201) the Commission said 
it was not persuaded the territory in question should be in- 
cluded in scale II territory, but said it would entertain a motion 
to have the case reopened for a consideration of what should 
be done with regard to that part of scale III territory. It was 
upon that invitation that the interested parties procured the re- 
opening of the case. 

The Santa Fe and Burlington, which undertook to defend 
the adjustment made in the original report, strongly resisted the 
effort to include the territory in question in scale II territory, urg- 
ing that the general basis of rates in the territory south and west 
of the Missouri River was higher than that north of that stream. 
Money said the record was persuasive that scale II rates could 
not be extended as requested by those who had the case re- 
opened, without including all of scale III territory south of 
the river in the extended scale II territory, including Grand 
Island and Hastings, Neb., with the consequential effect of 
forcing a revision of rates in scale IV territory and scale III 
rates to the north and east as far as Mason City, Steelton and 
points in North Dakota in scale IV territory. 

His recommendation of a compromise scale is based on a 
finding that the rates in the territory under consideration are 
unduly preferential of shippers in Missouri, Illinois and Iowa 
to the extent the rates from those points of origin exceed those 
from the mills in the contested territory by more than the rates 
produced by using the average of the two scales mentioned. 


GRAIN, INDIANA TO LOUISVILLE 


Examiner Richard T. Eddy has recommended the dismissal 
of No. 13161, Ballard & Ballard Co., Inc., vs. Director General, 
as agent, on a holding that rates on wheat and corn from Indiana 
points to Louisville, Ky., between July 12, 1918, and December 15. 
1919, were not unreasonable. The case arose from the fact 
that, during the period covered by the complaint, rates to Louis- 
ville were 1.5 and 2 cents a hundred pounds higher than the 
corresponding rates to Jeffersonville, Ind. The rates charged 
were alleged to have been unreasonable to the extent that they 
exceeded by more than 1 cent those contemporaneously in effect 
to Jeffersonville. The complainant proceeded on the assump- 
tion that the rates to Louisville should have been higher than 
the rates to Jeffersonville by no more than the amount of the 
bridge toll. A witness for the Director-General explained that. 
rates to Louisville were not and never had been made by adding 
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be brought about by the carriers or the state authorities, the 
Commission might be justified in taking another course. 
In disposing of the case the Commission said: 


There are often minor readjustments in rates between points 
within a state which can be made without injuriously affecting inter- 
state commerce and under the present situation such readjustment 
can only be made after proceedings are had before us and our orders 
are modified. There are now pending upon further hearing petitions 
for modification of our orders with respect to certain rates on 
petroleum, crude, fuel, and residuum, and acid phosphate. Our orders 
in this proceeding with respect to class rates were vacated on June 
5, Feat, G2 I. C. C.,. 464. 

We can not agree with the contention of the Louisiana commis- 
sion that, after undue prejudice against interstate commerce has 
been removed by compliance with our order, the action of state au- 
thorities in approving the rates prescribed deprives us of jurisdic- 
tion to require a continuance of the non-prejudicial adjustment. We 
are convinced, however, that the unlawful situation which resulted 
in the issuance of our orders will not be restored and that there is no 
real necessity for the further continuance of our orders. If such a 
situation should again be brought about by the action of the carriers 
or the state authorities, we might then be justified in taking another 
course. 

We are of opinion anl find that the undue prejudice which caused 
the entry of our orders of August 12, 1920, and August 11, 1921, does 
not now exist and those orders will be vacated. This action will 
make unnecessary further consideration of rates on-petrcleum and 
acid phosphate above referred to. 











the bridge toll to the Jeffersonville rate. On the contrary, he 
said, the rates to Louisville were made arbitraries over the 
Jeffersonville rates. 


COAL RATES TO N. & W. POINTS 


Now that the carriers have furnished tonnage figures, Ex- 
aminer John B. Keeler, by means of a supplemental report on 
No. 12579, Mathieson Alkali Works, Inc., et al. vs. Carolina, 
Clinchfield & Ohio et al., has been able to complete his recom- 
mendations in that case which involves rates on coal from the 
Pocahontas, Clinchfield, and Black Mountain districts to destina- 
tions, chiefly to Saltville, Va., where the complaining company 
has a big plant, and other points on the Norfolk & Western be- 
tween Roanoke and Bristol, and on its branches in that general 
territory. 

In general the examiner recommended a 10 cent reduction 
in rates from the Pocahontas mines; 15 from the Clinchfield 
No. 1 mines; and an increase of a little more than 10 cents 
from the Black Mountain mines. 

As to the miner groups of the main fields, Keeler said 
Clinchfield No. 2 mines on the C. C. & O. should be 10 cents over 
Clinchfield No. 1 group on the same railroad; the Tug River 
and Clinch Valley mines on the Norfolk & Western should be 
the same as the Pocahontas district; the N. & W. Thacker group 
should be 10 cents higher than Pocahontas and the N. & W. 
Kenova district mines should be 20 cents higher than the Poca- 
hontas mines. 


ABSORPTION OF SWITCHING 


Examiner J. Edgar Smith in a proposed report on further 
rehearing in No. 10704, Tide Water Oil Co. vs. Director-General, 
as agent, Central Railroad Co. of N. J., et al., has recommended 
dismissal of the case on a finding that the conclusions reached 
in prior reports (58 I. C. C. 92 and 62 I. C. C. 226) be sustained. 
In the reports referred to, the Commission held that the practice 
of the Central of New Jersey in refusing to absorb the switch- 
ing charges of the East Jersey Railroad & Terminal Co., an in- 
dustrial carrier owned and controlled by complainant, on cer- 
tain interstate traffic originating at, or destined to, Bayonne, 
N. J., when shipped by or consigned to complainant’s industry, 
while absorbing such charges on like traffic when shipped by 
or consigned to certain independent industries served by the 
East Jersey, was not shown to have been, or to be, unreason- 
able, unjustly discriminatory, unduly prejudicial, or otherwise 
in violation of the interstate commerce act. 

The examiner said the single question left for decision as 
the result of the rehearing was: “For the future, shall the costs 
or charges of the East Jersey Railroad & Terminal Co. for move- 
ments of cars between its interchange with the Central Railroad 
Co. of New Jersey be absorbed by the latter carrier and its other 
connections when traffic of complainant inbound or outbound is 
handled?” 

As to that question, the examiner said the Commission 
should find: “(a) The costs or charges of the East Jersey for 
movements of cars between its interchange with the Jersey 
Central and spotting places within complainant’s plant are for 
a mere plant facility and should not be absorbed by the Jersey 
Central and its connections; (b) Whatever movements of cars 
are made by the East Jersey over rails of the Jersey Central 
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beyond its normal point of interchange with the latter, at or 
near the Tide Water plant, are for its own convenience and 
merit no compensation.” 


COAL, W. VA. TO TOLEDO 


An order of dismissal has been recommended by Examiner 
R. L. Shanafelt in a report on No. 13047, City of Detroit vs. C. & 
O. et al., on a holding that rates on soft coal from Holden and 
other points in West Virginia on the C. & O., to Toledo, O., for 
transshipment via lake to Detroit were not unreasonable. The 
case grew out of the fact that when the carriers reduced the lake 
cargo coal rates 28 cents a ton they did not immediately make 
the lowered rates applicable on lake cargo coal for destinations 
east of White Fish Point. The examiner said the complainant 
had not been shown to have been in competition with the port 
cities to which the lower rates applied before the reduced rates 
were also made applicable to destinations east of White Fish 
Point. The examiner said the city had introduced no evidence 
to prove the fact or amount of damages suffered by reason of 
the alleged unjust discrimination and undue prejudice beyond 
the fact that it paid and bore the charges. 





COAL, KENTUCKY TO TOLEDO 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner M. G. de Quevedo in a re- 
port on No. 12878, Milwaukee Western Fuel Co. vs. Director- 
General, as agent, as to rates on coal, from Princess, Kilgore, and 
Norton Branch, Ky., on the Ashland Coal & Iron Railway, to To- 
ledo, O., for transshipment by lake, during federal control. The 
examiner said the Commission should hold them unreasonable to 
the extent that they exceeded $1.90 a ton. Both railroads were 
under federal control and the mines served by the short line 


railroad were within the territorial limits of the Ashland group 


of mines. 





WATERERS FOR LIVE STOCK 

Dismissal of the complaint in No. 12380, Phillip Bernard 
Co. vs. Director-General, as agent, C. & N. W. et al., has been 
recommended by Examiner Bronson Jewell on a proposed finding 
that the first class any-quantity rate of $1 per 100 pounds on 
live stock watering fountains and poultry waterers, mixed car- 
loads, from Sioux City, Ia., to Peoria, Ill., was not unreasonable 
and that the present second class rating, carload minimum 10,- 
000 pounds, is not unjust or unreasonable. 


ERIE REFINANCING 
The Trafic World Washington Bureau 


With a view to refinancing maturities falling due April 1, 
this year, the Erie Railroad Company has asked the Commission 
for authority to sell $5,000,000 of Erie Railway Company con- 
solidated mortgage 7 per cent extended bonds. due September 
11, 1930, and to pledge various mortgage bonds for $10,000,000 or 
possibly $12,500,000 of one year demand notes. The latter are 
io be used for extending the unpaid part of an issue of $15,000,- 
000 one year demand notes falling due April 1, 1922. 

Pending the sale of the $5,000,000 of consolidated mortgage 
7 per cent extended bonds the company desires permission to 
pledge not to exceed $2,500,000 of the said $5,000,000 as security 
for the company’s note or notes having a maturity of not more 
than two years from their date for an amount equal to an 
amount of the bonds pledged thereunder. The company also 
asked for permission to pledge mortgage bonds as security for 
its note or notes to an aggregate principal amount of $10,000,000, 
such note or notes to be dated April 20. 1922, and pavable on de- 
mand after one year with interest at 6 per cent. The bonds to 
be offered as security for that note or notes are: Erie general 
lien 4 per cent bonds amounting to $19,217,000; Erie general 
mortgage convertible bonds, series D, $8,372,000 and Erie gen- 
eral mortgage convertible bonds, series B, $440,000. 

Another phase of the financing is the proposal by the com. 
pany to pledge, as substituted security for its $8,000,000 note 
nuw held by the secretary of the treasury dated August 31, 1920, 
due August 31, 1930, in place of the $5,000.000 principal amount 
of Erie Railway consolidated mortgage 7 per cent extended 
bonds due September 1, 1930, now pledged as security for said 
note, dated August 31, 1920, the following: Erie refunding and 
improvement 20 year 6 per cent gold bonds amounting to $8,- 
(00,000, and Columbus & Erie first mortgage 50 year 5 per cent 
gold bonds amounting to $600,000. 

The company hopes to pay off $5,000,000 of the $15,000,000, but 
if that part of its plans fail it has asked permission to pledge 
half the $5,000,000 issue and extend the remaining $12,500,000. 
As part of its operation it is substituting securities now pledged 
with the treasury for its $8,000,000 note. 


CHANGE IN DOCKET 
Hearing in 13266, in the matter of rates on and classification 
of fresh peaches within the state of New York, and 12765, 
Associated Fruit & Vegetable Industries of New York State 
et al. vs. Ann Arbor et al., assigned for March 7 at Rochester, 
N. Y., was canceled. 
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GENERAL RATE INQUIRY 


The Trafic World Washington Bureau 


In continuing his testimony in behalf of western railroads, 
before the Commission, in Washington, at the General Rate In- 
quiry, March 2, Vice President Johnson, of the Rock Island, said 
he doubted whether a reduction in the rates on coal would stim- 
ulate buying by the farmers. A cut of 30 cents a ton, such as 
had been suggested, he said, would seriously affect such roads as 
Chicago & Alton, Milwaukee, Chicago Great Western, Rock Island, 
Illinois Central, Minneapolis & St. Louis, and Missouri Pacific. 
While it would help them as buyers of coal, it would seriously 
affect their gross revenue. Inasmuch as they had to reduce their 
rates on grain and grain products and live stock, another cut, 
in view of there being practically no prospect of increased busi- 
ness would be harder on them than might be imagined, he said. 

Mr. Johnson, using the Rock Island for illustrative purposes, 
showed that in January of this year its revenue was only $6,263,- 
210, while in January, 1921, its revenue was $7,480,210, a loss of 
$1,217,000. That, the implication of his testimony was, did not 
show that the future at which the Commission said it was lcok- 
ing portended well. Of course the reduction ordered in rates on 
grain and grain products had not gone into effect at the begin- 
ning of the month, but it was in effect enough in the month to 
indicate that the cuts on livestock and grain had not produced 
the larger revenue that was supposed to follow them. 

In behalf of the eastern railroads, T. C. Powell, vice presi- 
dent of the Erie, in charge of traffic, gave testimony intended 
to develop the facts as to the ability of the carriers to stand fur- 
ther reductions in freight rates in response to the oft-repeated 
declaration of shippers that rates were too high, and the pos- 
sibility of stimulating traffic sufficiently to bring increased net 
earnings, even with the knowledge that the revenue from the ex- 
isting rates and volume of traffic has not been satisfactory. 

He said the question as to whether any class of traffic had 
been stimulated by reductions could only be answered by a study 
of detailed data as to the movement before and after the reduc- 
tion. An effort had been made to procure such data, but it has 
not been successful, he said. The shippers, he said, had not pre- 
sented any details, except in perhaps one or two instances. He 
said they had, however, invariably said that adequacy of trans- 
portation was what they needed to assure prosperity. He con- 
tended the testimony of shippers showed business could not be 
stimulated by rate reductions, which he said was the contention 
of the railroads. 

Neither an increase nor a decrease of 20 per cent in the vol- 
ume of traffic, he said, would be possible. Even a 10 per cent re- 
duction in rates, he said, would require a 20 per cent increase in 
traffic to enable the carriers to break even. He said he could not 
see that much more in sight. Shippers had said nothing, he said, 
that would cause him to believe that a rate reduction would in- 
crease the volume of traffic. Removal of the luxury tax on 
pianos, he said, for the sake of the argument, had not stimulated 
the musical instrument industry. 

Mr. Powell was strong for the retention of the surcharge to 
be paid by passengers using parlor and sleeping cars. He said 
it might be true that passengers were not traveling in the parlor 
and sleeping cars, as testified by witnesses for the Pullman com- 
pany, but it was true the railroads were obtaining more revenue 
from their passenger business than before the increase of the 
basic fare to 3.6 cents per mile. He said the railroads in eastern 
trunk line and New England territories asked for the retention 
of the surcharge. 

_ He presented exhibits to show that the mine price of an- 
thracite was higher in 1921 in relation to the freight rate than 
in any other year. He said the price of anthracite in the New 
York market was increased 160 per cent while the freight rate 
was increased only 66 2-3 per cent. 


The witness denied that the 10 per cent reduction on agri- 
cultural products had had a beneficial effect on business, as a 
general proposition, although it was extended to cover manufac- 
tured products, the inclusion of which was not contemplated 
when the reduction was first suggested. He said all export grain 
rates should be made in relation to each other because they apply 
on grain that must compete in the same foreign markets. 

Export rate reductions, the witness indicated, had not had 
any great effect, except upon the revenues of the carriers. There 
were the same fluctuations after as before the reductions. 


Powell Questioned by Shippers 


Appearance on the witness stand of T. C. Powell, vice-presi- 
dent of the Erie, as a witness in rebuttal for the carriers in the 
eastern district, afforded attorneys for shippers a fine oppor- 
tunity to ask questions about contemplated rate changes and to 
test the extent of the knowledge of the witness about economic 
facts tending to throw a materially different light on the con- 
clusions drawn by some of the railroad witnesses. 

For the oil industry, Fayette B. Dow asked Mr. Powell as 
to his knowledge about the stocks of petroleum and its products 
in 1921 compared with 1920. The purpose of Mr. Dow was obvi- 
ous when his questions were taken in connection with those 
asked by M. G. Roberts, of the St. Louis-San Francisco, when 
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witnesses for the oil industry were on the stand. Mr. Roberts 
then wanted to know if a greater volume of petroleum and its 
products was not marketed in 1921 than ever before. The 
petroleum witnesses had to admit that that was the fact. They 
countered the implication, that that year must necessarily have 
been a prosperous one, by pointing out that stocks, evidences 
of production greater than the market would absorb, were greater 
in 1921 than in any other year. 

Mr. Powell was not able to answer specifically on many of 
the points raised by Mr. Dow. The latter, however, was able, 
by means of his questions, to emphasize the contention of the oil 
industry that the railroads, in their consideration of the sub- 
ject, had considered only production and not sale, and that, 
therefore, the condition of the industry was not as implied by 
Mr. Roberts’ questions; and therefore, any freight rates which 
restricted the markets were unjust because they destroyed the 
possibility of marketing part of the surplus. 

Francis B. James was able to quiz Mr. Powell about the 
latest effort of the railroad executives to reduce the rates on 
iron ore, and also about rates on brick and clay products. 

As to the reductions on ore, Mr. Powell left the impression 
that he did not know of any in contemplation. Mr. James read 
into the record minutes of the meeting held February 24, by 
eastern trunk line executives, wherein it was decided to reduce 
the rates on iron ore on April 1. Mr. Powell admitted he was 
in that meeting and familiar with the action taken at that time. 
Mr. James was instistent upon finding out if other conferences 
were to be held and if it was contemplated that other raw ma- 
terials would be treated in like manner, but Mr. Powell claimed 
he had no further information on the subject. 

Answering questions by President Chandler of the National 
Industrial Traffic League, Mr. Powell said he did not consider 
the present rate structure permanent, but he said when the 
revenues of the carriers warranted he thought the way to make 
reductions would be by taking specified commodities and deal- 
ing with them, and not by means of a horizontal reduction. He 
said that if the class rates on given commodities were too high, 
the way to deal with them would be to take up the subject 
with the railroad executives with a view to having the classi- 
fication of such commodities changed so as to bring about re- 
ductions thought proper. 

Mr. Chandler wanted to know whether Mr. Powell or Daniel 
Willard represented the eastern trunk lines, because, as he 
pointed out, Mr. Willard had favored a horizontal reduction. 
Mr. Powell said he represented them. W. S. Bronson inter- 
jected a suggestion that there was no conflict between them, 
because he thought Mr. Willard was suggesting that when tha 
railroads had ample revenue they might stand a horizontal re- 
duction, whereas Mr. Powell had in mind a somewhat different 
situation. 

“Was the recent 10 per cent reduction on agricultural prod- 
ucts for political expediency?” asked Mr. Chandler. 

“IT decline to bring politics into this hearing,’ said Mr. 
Powell. “I have said it was for the relief of the farmers, who 
represent 40 per cent of our population.” 

“Has the reduction decreased or increased the carriers’ rev- 
enues?” asked Mr. James. 

“So far it has decreased them, but it has had a stabilizing 
psychological effect,” said Mr. Powell. 


For the southern carriers, Frank W. Gwathmey said they had 
nothing to add to what their witnesses had put into the record 
on direct examination. He said they were not in position to 
say what effect the recent 10 per cent reduction on agricultural 
products had had in the way of stimulating traffic. He felt 
justified, he said, in waiving rebuttal by the southern roads on 
the ground that the testimony of Messrs. Johnson and Powell 
would fairly represent them. 

In an effort to break down the testimony of J. D. A. Mor- 
row for the National Coal Association, George H. Cushing of the 
American Wholesale Coal Association, and other witnesses who 
made specific references to rates on coal, H. A. Cochran, assistant 
general coal agent for the Baltimore & Ohio, put in figures show- 
ing infinitesimal savings by automobile manufacturers and the av- 
erage family that would result from a 10 per cent reduction in 
rates on soft coal. He figured the loss to the railroads through- 
out the country would be $68,000,000, and to the railroads in the 
eastern district alone $72,000,000. Commissioner Lewis picked 
him up on that statement, pointing out that it did not seem 
reasonable that the revenue loss of part of the railroads could 
be larger than the revenue loss of all. The witness finally ad- 
mitted that his figures seemed to have got crossed and with- 
drew part of his exhibits and the comment thereon for check- 
ing and harmonization. 

He pointed out that even if the cost of coal in the manu- 
facturing processes in the iron and steel industry in the Pitts- 
burgh district constituted 50 per cent of the total, a 10 per 
cent reduction in the freight rates would reduce the cost of 
production of iron and steel only 64-100 of one per cent, and a 
15 per cent reduction in coal rates would reduce the cost of 
producing iron and steel by less than one per cent. He also 
figured that a 10 per cent reduction in the rates on coal would 
mean a saving to each household of only $1.21 per annum. He 
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said that his figures showed, especially in relation to Mr. Mor- 
row’s testimony, that reducing the freight rate would not stimu- 
late the movement of domestic or railway fuel coal, and that the 
freight rate on coal used in the production of manufactured ar- 
ticles was so small a percentage of the cost of production that 
it was not reasonable to believe it would be reflected in a reduced 
selling price of a manufactured article sufficient to increase the 
demand and thereby stimulate the shipment of manufactured 
products. 

“So far as we can find from the record in this case,” said 
Mr. Cochran, “not one shipper producing manufactured articles 
through the use of coal has gone on record as agreeing to trans- 
late a rate reduction on coal into a reduction in the selling price 
of his manufactured article.” 


Search for Economies 


An indirect charge that S. Davies Warfield and Walter L. 
Fisher were misleading the Commission when they appeared 
before it asking it to lay aside its rate investigation so as to 
approve their scheme for joint use of terminals and joint pur- 
chase, repair and control of equipment was made by Daniel 
Willard, president of the Baltimore & Ohio, and R. H. Aishton, 
president of the American Railway Association, at the afternoon 
session of March 3. They took the witness stand to point out, 
with emphasis, that they, in their direct testimony, had pointed 
out the constant hunt railroad executives are making for econo- 
mies in operation and the things the American Railway Asso- 
ciation had been doing to have cars moved to points where 
they were most needed. 

At the request of Alfred P. Thom, H. A. Cochran, the assist- 
ant general coal agent of the Baltimore & Ohio, who at the 
morning session got some of his figures crossed, was withdrawn 
from the witness stand so as to give Messrs. Willard and 
Aishton an opportunity to be heard. Mr. Thom asked Mr. 
Willard whether he had read Mr. Warfield’s proposal as to 
increased efficiency and economy. Mr. Willard said he had read 
it and desired to say that the railroads are now and for years 
had been studying the subject broached by Mr. Warfield. The 
railroads, he said, had not been indifferent and the American 
Railway Association was studying various subjects, all with a 
view to increasing the efficiency of the carriers. He went into 
great detail as to the functions of the American Railway Asso- 
ciation and its work, his effort being to show that economies 
were a matter of concern to railroad executives, Mr. Warfield’s 
implications to the contrary notwithstanding. By way of answer 
to Mr. Warfield’s suggestions about more economical use of 
equipment, Mr. Willard called especial attention to the car 
service division of the American Railway Association before, 
during, and after the war. He said the primary purpose of the 
agency was to regulate the distribution of cars so as to avoid 
shortages. To illustrate the work of the car service division, he 
cited orders of that division during the extreme car shortage 
of 1920. In that year, he said, the division asked for and 
obtained the support of car service orders issued by the Inter- 
state Commerce Commission. 


His answer to Mr. Warfield, he said, was that an agency 
which had proved its worth was now in existence to handle 
the very things suggested by Mr. Warfield as being the things 
to be supervised by Mr. Warfield’s company. He also told of 
efforts made by railroad officials in 1921 to bring about joint 
operation of terminals. Such joint operation, he said, was 
one of the livest questions now under consideration by railroad 
executives and is being studied by the mechanical section of 
the American Railway Association. He said Mr. Warfield’s 
committee had been advised that railroad officials were ready 
and willing to cooperate with it in studying improvements that 
should be made in the joint use of facilities. The committee, 
however, followed out its original plan and appeared before the 
Commission without having obtained the help of railroad officials. 
Mr. Willard said he agreed with the statement that uniform 
operation of terminals might be helpful in many instances, but 
suggested that there was no necessity for creating another 
agency to that end because the Interstate Commerce Commis- 
sion had complete authority to order any such co-ordination as 
might be necessary and that the car service division was a 
railroad organization prepared to carry out any orders it might 
issue. 

As to the value of the Warfield and Colpitts plan, he said 
it contained only estimates and that it would probably take 
twenty years to substitute that plan for the one now in use. 
Years would be required, therefore, to bring about economies 
by reason of the new plan suggested by Mr. Warfield. He said 
the plan was presented in the practical stage and suggested 
that the Commission and the railroads could not afford to swap 
a tried plan for it. As to the saving of switching by reason of 
joint operation of terminals, he said he had found in talking 
with federal managers and regional directors that there had 
been no appreciable saving in switching at terminals during fed- 
eral control when the terminals were operated as units, al- 
though he admitted there should have been some reduction 
in switching under unified control. 

“We cannot have unified control and private control at. the 
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same time,” said Mr. Willard. ‘We must take one or the other. 
It is my opinion the advantages under unified control would 
be offset by far by the disadvantages.” 

Commissioner Aitchison suggested that there had been con- 
siderable juggling of empty cars to get per diem expense shifted 
Mr. Willard said he didn’t think that there had been much of 
that kind of work. 

“Hasn’t some railroad executive charged that that was 
being done?” asked Mr. Aitchison. 

“Oh, yes, railroad executives charge a lot of things,’ re 
torted Mr. Willard. 

“There is much of good in the Warfield plan,” said the 
witness, “but all the good in it is now being accomplished by 
other agencies which have been tried and found not wanting.” 

Commissioner Hall suggested that the railroads in dull sea- 
sons had not fully utilized for repair work the opportunities 
presented, perhaps, because they desired to make a showing 
by cutting their expenses. Mr. Willard retorted that that was 
the philosophy of the Arkansas traveler and that he supposed 
that there was as much of that among railroad men as others. 
When they need their cars they have not time to repair them, 
and when they have time to repair them they have no need of 
them. Mr. Willard referred to the standardization of cars and 
engines during federal control. The net result of those efforts, 
he said, was the addition of two or three standards to the num- 
ber in use before the efforts were undertaken. 

Answering a question by Commissioner Lewis, Mr. Willard 
said practically all railroads had placed before the Labor Board 
at Chicago the question of wages of all classes of employes 
except train operatives. 

In answer to questions by Mr. Thom, Mr. Aishton said 
that he had read the testimony of Mr. Warfield and had given 
it some consideration. He said that in view of the fact that 
the figures used by Mr. Warfield were mere estimates, not based 
upon any experience, he did not care to express an opinion as to 
savings possible through the use of that plan. He said that 
centralized purchasing had not proved successful during federal 
control and quoted Professor W. J. Cunningham of Harvard 
University, and also employed by the Railroad Administration 
at the same time. He said that centralization of purchases by 
the Railroad Administration resulted in a centralized selling 
agency under which there was no competition. Mr. Aishton re- 
peated a great deal of what he had said in his direct testimony 
so as to emphasize that what Mr. Warfield had recommended 
the railroads were already doing. 

Pooling of cars was in effect during federal control, Mr. 
Aishton said, and one of the noticeable effects of that pooling 
was under-maintenance. No one seemed to be giving much atten- 
tion to their repair. He said, however, that it was only fair to 
say that there was a difference of opinion among railroad offi- 
cials themselves as to the advantages and disadvantages of 
pooling equipment. 

As comment on the statements made by Mr. Warfield, Mr. 
Aishton said that everybody knew that by adding one mile per 
car per day and one ton per car the work done by the cars 
would be the same as that of adding 200,000 cars to the supply. 
But, he said, the question was how to accomplish the heavier 
loading and faster movement of the cars. 

The present low ton mileage of cars, he said, was entirely 
due to the fact that there was not much tonnage to be hauled. 
Traffic conditions, he said, always governed the loading of cars. 
The federal government, he said, didn’t get any better results 
by anything it did. The heavier and swifter movement of cars, 
he said, resulted only from the fact that there was much traffic 
to be handled and the men exerted themselves to handle it, as 
they do, he said, in all periods of traffic stress. 


Direct Testimony Closed 


Except for a little cross examination, which was set down 
for completion before an examiner, March 6, but which did 
not take place, the taking of testimony was completed March 
4. H. A. Cochran, the witness put on by the railroads to 
Show how little effect might be produced upon sales prices by 
10, 15 or 20 per cent reductions in the rates on coal, was re 
mitted to the mercies of an examiner, and K. D. Loos, the lat- 
ter, attorney for the National Coal Association, who showed an 
intense desire to take the witness through all the processes of 
converting iron ore into finished steel products, to show that his 
figures about coal in the business meant nothing. 

At the beginning of the day Commissioner Aitchison, who 
was in charge of the hearing, wanted to know why Cochran, 
withdrawn from the stand the day before to make way for Daniel 
Willard and R. H. Aishton, could not put what he had written 
into the record without reading. W. S. Bronson, in charge of 
the coal phase of the case for the railroads, said he desired 
to show that any possible reduction in the rates on coal would 
not be reflected in sales prices even if shippers desired so to do, 
because amount of the saving on a unit would be too small for 
reflection in that way, regardless of the fact that a number of 
shipper witnesses had testified they would use the saving made 
by reduction in rates, to put themselves into better financial 
condition. He thought it would be better to have the witness 
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read. Commissioner Aitchison then said he wanted the record 
to show his opinion that reading would cause a waste of the 
Commission’s time. 

It was finally agreed that Mr. Cochran might make a few 
explanations and then submit his statement. He tried to ex- 
plain the situation caused the day before by the apparent crossing 
of his figures showing a greater loss by reason of a reduction in 
rates on coal, in the eastern district alone than in the country as 
a whole. His explanation was that the apparent contradiction 
was caused by the inclusion of anthracite in the figures. Ap- 
parently the explanation did not explain, because Commissioner 
Lewis, after Mr. Cochran’s cross examination had been shunted 
to an examiner, asked Vice-President Lutz, of the Chicago & 
Alton, for an elucidation. The latter did not know the answer. 
Mr. Cochran said he thought his figure of total loss of revenue 
should have been $18,000,000 greater than shown. Mr. Bronson, 
however, was not willing to have the witness’ guess stand as 
his testimony and said the figures would be checked. 

Commissioner Lewis asked if a 10 per cent reduction would 
not cause a saving of $11,000,000 in iron and steel mills. The 
witness thought it would be less but really did not know. 

In answer to Mr. Loos, the witness admitted that his aver- 
age of prices on coal were made up by using contract prices, 
which at present are higher than spot prices, and that spot 
prices of late lower than the labor cost of production have not 
been unknown. 

When most of the time for the other rebuttal witnesses had 
been taken up on cross examination of Mr. Cochran, Commis- 
sioner Aitchison told the witness and Mr. Loos they would have 
an opportunity to continue their questions and answers before 
an examiner on Monday. But the cross-examination did not 
take place. The attorneys for the National Coal Association, 
who seemed anxious March 4 to take Mr. Cochran through 
the intricate processes of converting iron ore into steel 
to see how he arrived at the conclusion that a 10 per 
cent reduction in coal would affect the cost of producing 
steel only 64/100 of one per cent, decided their case would not 
be prejudiced if they allowed Mr. Cochran to use his own time 
in straightening out his figures, which seemed to cross each 
other when they showed a greater loss to the carriers in the 
eastern district alone than to all the railroads in the country, 
without help from them. The taking of testimony in the Com- 
mission’s general rate inquiry, No. 13293, therefore, came to an 
end on schedule, March 4. 

S. G. Lutz, vice-president in charge of traffic for the Chi- 
cago & Alton, estimated that a 10 per cent reduction in rates 
on coal would cause a shrinkage of the revenues of the western 
carriers amounting to $17,560,000. The coal producing roads, he 
said, would be relatively worse off than carriers on the lines 
of which coal did not originate. In analyzing the condition of 
roads, he pointed out that eleven western railroads did not earn 
their fixed charges in January. He could not subscribe, he said, 
to the theory that reduced rates would move more coal and 
quoted Secretary Hoover’s declaration that time alone would 
cure many of our ills. His calculations were all on the 1921 
basis and he did not attempt to forecast the future. 


Southern Carriers on Stand 


The southern carriers, which the day before had waived 
their right to submit rebuttal testimony, changed their minds 
and put on the stand J. J. Campion, vice-president of the Carol- 
lina, Clinchfield & Ohio; W. E. Lamb, assistant comptroller of 
the Louisville & Nashville, when he appeared for the southern 
railroads, but now auditor for the Association of Railway Execu- 
tives, and J. E. Tilford, assistant general freight agent for the 
Louisville & Nashville. Other witnesses at the closing session 
were George M. Shriver, vice-president of the Baltimore & Ohio, 
and L. E. Wettling, statistician and accountant for the western 
lines. 

Generally speaking, the witnesses tried to round out the 
testimony given in chief, and to combat some of the proposi- 
tions of the shippers. Mr. Campion confined his testimony to the 
coal movement on the southern lines and reiterated that the 
reduction of rates on coal would merely reduce the revenues of 
the carriers without stimulating the movement of coal. Mr. 
Lamb merely brought his data nearer to date. He said that if 
all the charges in rates and wages now in effect had been in 
operation throughout 1921 the southern roads would have earned 
a net of 4.35 instead of 2.36. He devoted a page of typewriting 
to a justification of the surcharge imposed on passengers using 
sleeping and parlor cars. Mr. Tilford devoted himself to rates 
on petroleum and its products, saying he appeared also in behalf 
of the fourth section committee of the southern carriers. He 
estimated the recent reductions in rates on petroleum would cost 
the railroads $1,000,000. 

Mr. Shriver added a great mass of figures to what he had 
produced in direct testimony to make them more nearly repre- 
sent conditions as they are at present than the figures put in at 
the beginning of the testimony. He said that if the rates and 
wages now in effect had been in operation throughout the year 
the net of the railroads of the country would have had a net of 
4.88 instead of 3.31 per cent. 

The coal people asked Mr. Shriver many questions with a 
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view to eliciting the railroad point of view about the possibility 
of a strike. Mr. Shriver said the Baltimore & Ohio was so firmly 
convinced there would be a strike that it had been storing coal, 
buying some of it at $1.75 a ton, which, according to the coal 
people, was less than the labor cost in its production. 

Mr. Wettling also supplemented his statistical testimony. 
which was presented early in the hearing, to show the railroads 
could not stand reductions. In summing up, Mr. Wettling said 
the earnings of the western lines since the recent rate reductions, 
such as on grain and live stock, had decreased more than the ton- 
miles. In other words, the volume of business has not fallen off 
as much as the money return therefrom. 


Railroads Begin Argument 


Presentation of the last public phase of the Commission’s 
general inquiry as to whether railroad rates could be reduced, 
was begun March 8 when attorneys for the railroads began argu- 
ing about the facts and predictions brought out during the three 
months of testimony taking. Eight hours were assigned to 
them for use the rest of the week. Division of time among 
themselves was a problem the Commission remitted to them. 
No such easy disposition could be made of the twelve hours 
allotted to the shippers and state commissioners. The Com- 
mission itself had to assign the time each attorney was to have. 
The assignment of time to each interest, and the name of the 
attorney to speak for it was set down in a program, by the 
commissioners themselves, because they had to make assign- 
ments of as few as five minutes. 

Henry Wolf Biklé, assistant general counsel for the Penn- 
sylvania, speaking generally, but specifically, for the eastern 
lines, began the argument and was followed by Fred H. Wood, 
general attorney for the Southern Pacific. Their arguments, 
however, covered the whole field. Much of their time was taken 
up in answering questions by commissioners who wanted to 
obtain their views as to what they should do in carrying out 
the authorization in section 15a to fix the rate of return from 
“time to time” after March 1, 1922. Mr. Biklé contended the 
law did not require the commissioners to say what would be a 
fair rate of return except and unless they desired to make a 
change in the freight rates and passenger fares. His idea was 
that the rate of return fixed by the law would continue to be 
the one the Commission should undertake to attain, until or 
unless its members came to a different conclusion. Nothing, 
he contended, would warrant it in establishing a lower rate 
than six per cent as a reasonable return. His further thought 
was that the discretion given the Commission by the proviso 
in the rate-making section, to allow an additional one-half of 
one per cent, as a return for improvements and betterments, was 
a temporary provision of law to continue only during the sub- 
normal transition period, and not to be observed by the Com- 
mission when it came to fixing a fair rate of return. His theory, 
further, was that the Commission, when it found it necessary 
to say what would be a fair rate of return, was not required to 
differentiate in the rate of return, but might say that six per 
cent would be the fair rate, without a specific allowance for 
improvements and betterments. 


The central thought in his argument was that nothing had 
been shown, either in the way of prophecy or in facts covering 
the immediate past, warranting any reduction in rates. His 
great point was that the world was suffering from a loss in 
buying power, resulting from the destruction during the war. 
He smiled when Commissioner Eastman interrogatively sug- 
gested that economists were inclined to say the United States 
was not now poorer than it was before the war. Mr. Biklé said 
he was not acquainted with the theories of the economists on 
that point, but he felt sure the buying power of the people of 
the United States was not as great as before. He pointed out 
that reductions, such as the removal of the three per cent war 
tax and reductions in freight rates had not caused any stimula- 
tion in buying. The only effect of the prospective removal of 
the war tax was a retardation of shipments in late December, 
until the end of the year. But the January volume, he pointed 
out, did not reach the volume that was moving in the early 
part of December. 

As to the prophecies, he recalled Clifford Thorne’s prophecy 
in Ex Parte 74 about the prospects of an enormous increase in 
tonnage. When the railroad plotted that prospective tonnage, he 
said, the curve was so great that it went clear off the chart. 

“You stopped it yourselves,” said Mr. Thorne, interrupting, 
from his place in the middle of the audience. Mr. Thorne, 
however, did not explain how the interruption was brought about, 
but the idea he seemed to be trying to convey was that the 
increase in rates following Ex Parte 74 caused the stoppage of 
that increase in tonnage. 

In opening the argument Mr. Biklé said the carriers were 
unanimous in the belief that no general reductions in rates 
should be made at this time. 

The economic situation now confronting the country, he 
said, had a wider basis than the rates and fares of the railroad: 
that it was the result of the dislocation of industry and the 
destruction of values produced by the World War; that until 
this dislocation was corrected and new values created by pro- 
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ductive effort, real prosperity could not return; that this return 
would necessarily be gradual, and that any effort to accelerate 
it artificially by striking at the transportation industry would 
produce reactions which would defeat the very purpose intended 
to be accomplished. 

He stated that the Commission’s finding in 1920 as to the 
aggregate value of the eastern carriers’ property indicated that 
they earned, during 1921, only 3.3 per cent, as against the 6 
per cent to which they were entitled under the law; that for 
the last six months of 1921 their earnings were only 4.49, as 
contrasted with the 6 per cent to which they were entitled 
under the law; that while expenses of operation had been to 
some extent diminished, they had not been diminished to such 
an extent as to permit further general reductions in rates, unless 
these reductions were preceded by reductions in wages. 

He held that the general reductions already made, particu- 
larly with reference to farm products, etc., had constituted a 
substantial inroad on the already depleted revenues of the car- 
riers; and that, with the financial condition of the railroads 
what it is, further experiments of this kind involve the possi- 
bility of the most serious consequences to the railroads, as well 
as ultimately to the public. 


Mr. Biklé said the evidence showed that a one per cent 
reduction in freight rates would mean something over $4,000,000 
to the carriers of the country; that no one seemed to think that 
any stimulation of business would result short of at least a 
10 per cent reduction, and that it was obvious that such a 
reduction would be impossible. He further said the testimony 
indicated that no stimulation of business would result from re- 
ductions of this character, since the depression in business had 
resulted irrespective of the reductions in prices made by pro- 
ducers, and that the small additional reduction which might be 
possible if the freight rates were reduced would certainly have 
no more effect than the large reductions in prices already made. 

He further contended that, in view of the evidence as to 
the small profits which the shippers claimed to be making, there 
was little chance of any reduction reaching the pockets of the 
ccnsumer, and unless it did reach the pockets of the consumer, 
his buying power would not be increased, and consequently 
there would be no stimulation in business. 

The carriers strongly protested, he said, against any reduc- 
tion in passenger fares, since clearly such a reduction would 
have no effect on business, referring to the testimony of Secre- 
tary Hoover, who had testified that, in his judgment, “a de- 
crease in passenger rates is not nearly so vital to the community 
as freight rates.” 


“No greater blow,” said Mr. Wood, “to the credit of the 
carriers, to the improvement of transportation facilities or to 
a renewed purchasing power upon the part of the carriers as an 
impetus to industrial activity, could be imagined than an order 
of this Commission whereby a general reduction in rates is 
ordered, either as a whole or upon any substantial volume of 
traffic; whether upon the theory that business would be thereby 
stimulated, or through the medium of a reduced authorized rate 
of return. The maintenance even of present earnings and of 
the present upward tendency is involved in much doubt and 
uncertainty.” 

Based either upon actual operations, he said, or upon the 
constructive year figures, it was manifest that present and pro- 
spective earnings fall far below the standard of section 15a and 
could not be substantially reduced without seriously imperiling 
the financial condition of the carriers, which had been at such 
low ebb throughout the entire 16 months since the close of the 
guaranty period, during which, as a whole, the average rate of 
return had been scarcely more than one-half of the standard 
set by section 15a and but little in excess of interest charges, 


many of which had not in fact been earned by many important 
carriers. 


“The credit and financial position of the carriers has been 
maintained during this period largely through the hope of better 
conditions in the future, and it is inconceivable that in the face 
of the actual results of operation for the past six months and 
the computations made in the constructive year the Commission 
will, by reason of the slight increase which these figures show 
over the 16 months’ period as a whole, find it either lawful or 
expedient to neutralize the slight improvement which has al- 
ready taken place by rate reductions, seriously affecting net 
earnings. Furthermore, when the figures for the month of 
January, 1922, the first month which reflects the cumulative 
effect of rate, wage and price reductions, are taken into account 
the utter unwisdom, not to say illegality, of orders reducing 
rates becomes manifest. 


“Incomplete reports would indicate that the net operating 
income of the carriers in the eastern district in January last 
was at the annual rate of return of 4.4 per cent on their tenta- 
tive valuation, those in the southern district, 2.6 per cent; and 
the western district, 1.1 per cent, the average for the country 
as a whole being approximately 2.2 per cent. 

“The cumulative effect of the rate reductions already made 
is illustrated by the fact that whereas the ton-miles in the West 
show a decrease in January, 1922, of 6.9 per cent the gross 
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revenues show a decrease of 15.8 per cent. Under these circum- 
stances the Commission must conclude that even without any 
allowance whatsoever for deferred maintenance, the past, pres- 
ent and prospective net earnings of the carriers are such that 
no reduction therein through a reduction in rates of a general 
character, either as applied to all traffic or any description 
thereof can safely be made with justice to the carriers or in 
the interests of the public.” 

Mr. Wood said that “with due allowance for deferred main- 
tenance, the present net earnings as well as prospective earn- 
ings indicate that the position of the carriers is substantially as 
perilous as that which continued through 1921 and little less 
critical than at the termination of federal control.” 

“The Commission will take a great responsibility if it orders 
rate reductions upon the expectation that the traffic will be so 
stimulated thereby as to offset or more than offset the immediate 
effect of such reductions upon the volume of traffic now being 
moved without the most convincing proof,’ added Mr. Wood. 
“If the matter is involved in doubt or left to speculation there 
can be no warrant for such action. 

“The whole argument in favor of the reduction in rates upon 
the theory of stimulating business is speculative and artificial. 
The only definite and certain thing present in the situation is 
that by such reductions the carriers will be driven back to a 
position as bad or worse than that which faced them at the 
end of federal control. A business revival can be much more 
speedily and effectively brought about by a resumption of buy- 
ing power upon the part of the railroads than by any other 
single event which can take place in our industrial life, and 
this buying power instead of being stimulated will be com- 
pletely destroyed if the theory of those who advocate rate re- 
ductions for the purpose of stimulating business are to be 
governed.” 

Mr. Wood pointed out that the aggregate amount of money 
represented by reductions made since 1920 in wholesale prices 
was fifteen times as great as the aggregate advance in freight 
rates made by the Commission in its order effective August 26, 
1920, but said the lower price level had not stimulated demand, 
which remained stagnant. 

“To suggest,’ said Mr. Wood, “that the relatively small 
further reduction in prices, which might, but probably would 
not follow a reduction in rates, would have this effect is to 
assume the incredible and to shut the eyes to the fundamental 
causes of business depression.” 

Mr. Wood said exhibits filed with the Commission showed 
that there had been “a progressive and continuous drop” since 
September, 1920, in the prices of metals and metal products, 
the drop being “manifestly largely in excess of the decrease 
demanded in freight rates,’ but added that it has no “apparent 
stimulating effect upon demand.” 

In cases where there have been reduction in freight rates, 
statistics filed with the Commisison have failed to show any 
decrease in traffic, according to Mr. Wood. . 

In the course of his argument at the afternoon session Mr. 
Wood said that “if, as believed, any general reduction would be 
inconsistent either with the strict letter or the general purpose 
of the fundamental statutory provisions, this case comes to an 
end, and the disposition of rates on individual descriptions of 
traffic is relegated to the ordinary docket.” 

As to when the public might expect reductions in rates, Mr. 
Wood said: “The answer is easy. With a wage bill approxi- 
mating the pre-war revenues no one has a right to expect pre- 
war rates. The carriers are now before the Labor Board seek- 
ing reductions in wages. The process is necessarily slow and 
cumbersome. This Commission should make it plain to the 
public that these rates cannot be reduced until operating ex- 
penses are reduced through such wage reductions as the Labor 
Board shall find to be just and reasonable. It would not be 
right for this Commission to anticipate the Labor Board’s ac- 
tion. The railroad executives are on record in giving assur- 
ance that rates will be promptly reduced by the amount of any 
wage reductions.” 

Two or three commissioners asked how the reductions 
would be made following a wage cut. Mr. Wood said he as- 
sumed traffic officials would then consider, plan and consult 
with the Commission. Commissioner Potter remarked: “So far 
as I am concerned, I should object to the railroads bargaining 
as to what they shall do with any saving. This Commission 
has some responsibility as to that.” 

In behalf of southern carriers, Frank W. Gwathmey said 
there was a relatively small amount of testimony by shippers 
in this case, referring to the southern situation. The southern 
roads, he said, each month since September, 1920, earned a 
smaller percentage than the other groups of roads. For 1921, 
he said, their earnings amounted to only 2.6 per cent and for 
the last half of the year to only 4.04 per cent. 

Their increases in rates, he said, had been less than those 
of other roads, averaging only about 56 per cent of those granted 
to other roads in recent years, receiving less than they asked 
for in Ex Parte 74. Last year in the aggregate, he said, they 
failed to earn interest on their funded debt. 

In arguing that a reduction in rates would not stimulate 
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traffic, Mr. Gwathmey said it would be worse than idle to as- 
sume any percentage reduction in rates could have a greater 
effect on the movement of cotton than the great price fluctut- 
tions that had taken place. The recent 10 per cent reduction, 
he said, made not even a flutter in the market. 

“The crop is not there to move,” said he. “There has also 
keen a large shrinkage in the production and consumption of 
tobacco, fertilizers and other basic things in spite of reductions 
in price. Improvement of business in the south must neces- 
sarily be gradual and it would be only slightly influenced by 
any reasonably possible change in freight rates.” 


Views of State Commissioners 


The views of state commissioners and attorneys for ship- 
pers were placed before the Commission, March 9 and the 
following day. In a general way the arguments followed closely 
the argumentative testimony submitted by the witnesses for 
the interests represented. The argument for the state com- 
missioners was made by Fred W. Putnam, on behalf of the 
committee representing the western and southern states which 
combined for the purpose of participating in the case. Mr. 
Putnam said, in part: 


The questions that this Commission must answer in this proceed- 
ing in some manner or other is, whether or not a carrier is entitled 
to the same rate of return in years of prosperity and in years of de- 
pressions. : 

The answer that this Commission will give to that question will 
be used throughout the country, either in support of those who are 
claiming that the transportation act provides for a guaranty to the 
carriers or will be used to refute that proposition. 

We who are familiar with the situation know that the transporta- 
tion act carries no guaranty to the carriers, as a guaranty implies an 
absolute obligation to pay a given sum. 

We have just passed a year of high costs and small traffic, with 
the resulting low net return. As shown by exhibits in this case these 
conditions of high costs have been so modified as to place the carriers 
in a position to earn 6 per cent upon their property under traffic con- 
dtions as they existed during the year 1921 and with the return to 
normal traffic with the present costs, the carriers will earn greatly in 
excess of a 6 per cent return upon the property. 

If under these conditions, the Commission should interpret the 
act to mean they have no power to reduce rates, the public will be 
convinced that the cry of guaranty was correctly made. The man who 
is taking losses not only in his net return but in his actual capital, 
cannot understand why the government should preserve the carriers’ 
full earning power at his expense. 

A frequent change in the rate of return to be fixed by this Com- 
mission is undesirable, but a rate of return should not be based upon 
abnormal conditions, but must be based upon the normal earning 
power of the carriers, and rates so be adjusted as to produce as near 
as may be a fair return upon the fair value of the property under 
normal conditions. That means that the rate of return for the year 
1921, with its high costs and reduced traffic and a general depression 
in business in the country, would not be as high as a rate of return 
that the carriers should earn in the more prosperous years. 

We have shown that, under normal traffic, we shall have a return 
of 8 per cent on the present value of the property. This means an 
excess of 2 per cent over the rate of return authorized by Congress 
for the period ending March 1, 1922, and I doubt if anyone will main- 
tain that a rate of return for 1922 should be in excess of that for 
1920. At the time Congress was considering this matter, general busi- 
ness and industry were making large profits. Government securities 
with their low interest rates showed a depressed situation and the 
going interest charge was high, while in 1922 business generally is 
scarcely making any profit at all. Interest rates are considerably 
reduced, and government securities have greatly strengthened, and the 
carriers themselves are able to make borrowing at a much reduced 
cost, which condition will undoubtedly continue to improve. The 
purposes of the showing and exhibits made by the states and the 
argument based thereon, is to show that with the returning tide of 
prosperity, with the lessening of the costs of material and 
supplies, with the adjustment of the wage problem, with the 
growing efficiency of the  carriers—all of these are to be 
taken into consideration in determining, in the light of the rule of 
reason, what would be that fair, reasonable and just rate, and meet 
the transportation needs of the country. . 

So basing our estimates as to the rate of return on that. fixed by 
Congress, it means a minimum reduction in freight rates of $400,000,000 
per annum; passenger reductions advocated need not be considered, 
as they will ‘produce no loss in net revenues, a much larger reduction 
will be possible because of the continuing reduction in labor cost of 
the greater efficiency in the operations that has been reviewed in this 
argument, 

In conclusion we beg to submit that the following statements 
should be the conclusions of the Commission: 

ist. That under the provisions of the transportation act the 
Commission is fully authorized to reduce rates on the ground that 
under the present rates and operating costs with normal traffic, the 
carriers will earn a net railway operating revenue in excess of that 
contemplated = the act. 

2d. That the present rates are unreasonable under Section 1 of 
the act, and must be reduced. 

3d. That the passenger rates are unreasonable and are higher 
than the traffic will bear and reduced passenger fares will stimulate 
business and result in maintaining present net return upon that traffic 
and give a greater public service. 


National Industrial Traffic League 

Speaking for the National Industrial Traffic League, John 
S. Burchmore asked the Commission to be definite in what it had 
to say. He supported, of course, the general proposition of the 
League, that the reductions should be made in the same way 
the advances were made, by percentages. He said the Commis- 
sion should be definite in its announcements and that if it came 
to the conclusion it could not make a general reduction in all 
rates, but only on some, the question of how the cut in the 
revenues of the carriers the Commission might think could be 
made should be distributed should be answered, not merely in 
a conference between the carriers and the Commission, but in 
a public conference on the subject. 
In the announcement, Mr. Burchmore said, the Commission 
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should plainly tell the people that high rates would have to be 
maintained on account of high operating costs, that the high 
operating costs were due to the failure of the Railroad Labor 
Board to deflate wages. 

“Suppose the Railroad Labor Board should tell the public 
we should raise rates so as to continue the high wages, what 
should we do?” asked Commissioner Campbell. 

“No one would give such an announcement by that body any 
weight,” retorted Burchmore. “That is not a tribunal such as 
this one. No one is put on oath. The so-called witnesses read 
from newspaper clippings and exhibit cartoons as ‘Evidence,’ 
just as some who have appeared before that body tried to do 
in this hearing. Everybody except the shipper is allowed to 
appear before that body. The shipper who furnishes the money 
is kept out.” 

R. C. Fulbright, for the Southwestern Traffic League, said 
the question was as to how and when restoration to normality 
in rates could be brought about. He said the recent reduction 
in rates on agricultural products was received without protest 
by any of the interests against which it discriminated, simply 
because it was regarded as a forerunner for general reductions 
in all other kinds of traffic. 

Paul Blanchard, speaking for the fertilizer interests, said 
a 25 per cent reduction, as asked by that industry, would in- 
crease the purchasing power of the users of fertilizer to such 
an extent that they could buy 400,000 more tons and the larger 
crops resulting from the greater use of fertilizer would more 
than make up the loss of $8,000,000 in revenue a 25 per cent 
reduction would cause. 

Samuel H. Cowan, for the live stock interests, said the rail- 
roads with their present high rates reminded him of the boy 
who was trying to eat a pigknuckle. He got it into his mouth 


and, according to his idea, he could neither eat it nor take it 
out. 


TESTIMONY AS TO BOOTLEGGERS 

In The Traffic World, February 25, p. 426, the description 
of what the bootleggers in Chicago were doing to break down 
the business of the non-alcoholic beverage brewers was attrib- 
uted to H. W. Knoche of St. Paul. The description should have 
been credited to Mr. Peterson, testifying for one of the Chicago 
brewers whose business, according to the testimony, in a meas- 
ure, was forestalled by the operations of the bootleggers, who 
seemed to be able to get real beer from some of the smaller 
breweries during the hours of the night and get it to the places 
of dispensing before the non-alcoholic beverage people could 
get to the market with lawful beverages. Mr. Knoche, in com- 
menting on the transfer to him of credit for that testimony, said 
he was not in a position to say what either the Chicago boot- 
leggers or any kind of Chicago brewers were doing. 


INTERLOCKING DIRECTORATES, ETC. 


Henry A. Dupont was authorized to retain his positions with 
the Wilmington & Northern Railroad and the Baltimore & 
Philadelphia Railroad. 

Randolph Stauffer was authorized to retain his positions with 
the East Pennsylvania Railroad and the Schtylkill & Lehigh 
Railroad. 

C. S. W. Packard was authorized to hold the position of 
director of the Catawissa Railroad in addition to positions pre- 
viously authorized. 

Harry E. Paisley has been permitted to hold the position 
of director of the Stony Creek Railroad in addition to positions 
previously authorized. 

Robert Russel wes permitted to hold the positions of di- 
rector of the Allentown Railroad, Colebrookdale Railroad, Dan- 
ville & Shamokin Railroad, and other roads in addition to posi- 
tions previously authorized. 

Samuel T. Wagner was authorized to hold the position of di- 
rector of the Colebrookdale Railroad in addition to positions pre- 
viously authorized. 

Various officers of the Elgin, Joliet & Eastern Railway, Chi- 
cago, Lake Shore & South Bend Railway, Gary & Western Rail- 
way, and other roads have been permitted to retain their posi- 
tions. Z 

Robert J. Dunham was permitted to retain his positions with 
the Chicago, Burlington & Quincy Railroad and the Union Stock 
Yards Company of Omaha, Ltd. 

George Hannauer was authorized to hold the position of di- 
rector of the Peoria & Eastern Railway in addition to positions 
previously authorized. 

The Commission has authorized W. G. Bierd to retain his 
positions with the Chicago & Alton R. R., Joliet & Chicago 
R. R., Terminal R. R. Association of St. Louis and other roads. 

Charles Boettcher and Lawrence C. Phipps have been au- 
thorized to retain their positions with the Denver & Salt Lake 
R. R. and the Northwestern Terminal Ry. 

F. C. Coley was authorized to hold the positions of general 
passenger agent of the New York, New Haven & Hartford R. R. 
and Central New England Ry. 

H. L. McCracken was authorized to retain his positions with 
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the Poteau Valley R. R., Buffalo Northwestern R. R. and Western 
Oklahoma Railway. 

J. Pope Matthews was authorized to hold the position of 
director of the Southern Railway, Carolina division, in addition 
to positions previously authorized. 

J. Ernest Edenton was authorized to retain his positions 
with the Chicago, St. Louis & New Orleans R. R. and Birming- 
ham & Northwestern Ry. 

Edward F. Swinney has been authorized to retain his posi- 
tions with the Kansas City Southern Ry., Chicago Great Western 
R. R., Kansas City Terminal Ry., Kansas City, St. Louis & 
Chicago R. R. and Louisiana & Missouri R. R. 

Holding that the Angola Transfer Company was neither a 
common carrier by railroad nor a corporation organized for the 
purpose of engaging in transportation by railroad within the 
meaning of paragraph (12) of section 20-a of the act and that 
the making of the application was unnecessary, the Commission 
has dismissed the application filed by the Louisiana Ry. & Navi- 
gation Company in behalf of sundry persons to hold positions 
with the Angola Transfer Company. 

F. S. Wynn was authorized to hold the position of director 
of the Georgia Southern & Florida Railway, in addition to posi- 
tions previously authorized. 

Nathan P. Hunt was authorized to retain his positions with 
the Suncook Valley Railroad and the Pemigewasset Valley Rail- 
road. 

G. J. Tansey has been permitted to hold the positions of 
director of the Louisiana & Missouri River Railroad and the 
Kansas City, St. Louis & Chicago Railroad. 

The Commission has authorized officers of the Arkansas & 
Louisiana Missouri Railway, Mansfield Railway & Transporta- 
tion Co., Nacogdoches & Southeastern Railway, and Louisiana 
& Pine Bluff Railway to retain their positions with those roads; 
and officers of the Ellenville & Kingston Railroad, Niagara Junc- 
tion Railroad, New York, Ontario & Western Railway, and other 
roads to retain their positions. 

Henry K. McHarg was authorized to hold the positions of 
director of the Port Jervis, Monticello & Summitville Railroad, 
and Ontario, Carbondale & Scranton Railway in addition to posi- 
tions previously authorized. 

The Commission has authorized James H. Perkins to hold 
the positions of President of the Detroit, Hillsdale & South- 
western R. R. and vice-president of the Fort Wayne & Jackson 
R. R. in addition to positions previously authorized. 


PETITIONS FOR REARGUMENT, ETC. 


The Myles Salt Company, Jefferson. Island Salt Mining Com- 
pany and Roberts & Oake, intervening respondents in I. and S. 
No. 1398, salt from Louisiana mines to Chicago, St. Louis and 
intermediate main line points, have asked the Commission to 
grant a reargument of that proceeding and to modify its order 
so that the “present prohibitive rates from Louisiana mines to 
Chicago and other points may be reduced to the basis proposed 
in the tariffs under suspension.” 

The Director-General has asked the Commission to further 
consider its findings in No. 12055, Procter & Gamble Co. Vs. 
Director-General et al., and to dismiss the complaint. 

Complainant and the Public Service Commission of Nevada 
and the Reno Chamber of Commerce, interveners, have asked the 
Commission to grant a rehearing in No. 11396, Mason Valley 
Mines Co. vs. Western Pacific et al. 

Complainants in No. 11149, Fifth and Ninth Districts Coal 
Bureau vs. Director-General, A. T. & S. F., et al., one of the 
Illinois coal cases in 1920, have asked the Commission to grant 
a rehearing and reargument in that case and to institute a 
general investigation “into and concerning the reasonableness 
and propriety of the rates on coal from mines in western Ken- 
tucky, Indiana, Illinois, Iowa, Kansas, Missouri, Arkansas, Colo- 
rado and Wyoming, and from the docks to all destinations in 
the states of [linois, Wisconsin, Michigan, Iowa, Minnesota, 
Kansas, Nebraska and Colorado or, in fact, the territory involved 
in the Cement case, docket No. 8182, with a view to the fixa- 
tion of rates that will enable operators supplying or endeavor- 
ing to supply the needs of the consuming public in that terri- 
tory to compete on an equal basis and under which the continual 
litigation concerning these matters will be settled finally and 
settied correctly.” 


EX LAKE IRON ORE RATES 


The Trafic World Washington Bureau 


A final decision by the eastern trunk lines as to what they 
will do with rates on ex-lake iron ore is expected within a 
week. A tentative plan now is to cut existing rates 20 per cent 
by filing tariffs to be effective April 17 on statutory notice. That 
was the plan to which they turned after they had diplomatically 
inquired to find out whether they might hope to obtain sixth 
section permission to make the reduction effective April 1, the 
operative date of the tariffs in which they proposed to reduce 
rates on ore, other than ex-lake, by 14 per cent. They received 
no encouragement as to sixth section permission, hence the 
plan for making the 20 per cent reduction on statutory notice. 
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RAILWAY WAGE HEARING 


After four hours’ delay in finding quarters large enough for 
the crowd that wanted to attend, the hearing before the Labor 
Board to determine whether the members of 25 labor organiza- 
tions, representing all the railroad workers, except those in the 
train, engine and yard service, are to have their wages cut 
again, began in Chicago the afternoon of March 6. The roll- 
call, which consumed most of the first session, showed that 205 
roads were involved, either through submission to the board in 
regular order, or through ex parte action by the board on ap- 
plications by various classes of employes for wage increases. 
The roll-call also revealed that most of the testimony of the 
carriers was to be consolidated into three separate submissions 
directed as follows: Eastern lines, J. G. Walber; western lines, 
J. W. Higgins; southeastern, J. W. Higgins. 

Some inkling of the tactics to be followed by the employes 
came out just before the close of the session, when R. M. Barton, 
chairman of the board, requested the labor representatives to 
submit to the carriers a list of those roads on which they intend 
to contend no adequate conferences were held. In reply, B. M. 
Jewell, president of the railway employes’ department of the 
American Federation of Labor, said that letters had been mailed 
to each of the roads stating that that was the position of his 
organizations. This attitude was explained by E. J. Manion, 
president of the Order of Railway Telegraphers, who said that 
the position taken by the carriers at these conferences was 
that money was needed to pass on to the public in reduced rates. 

“Nothing,” he continued, “was said about the reasonableness 
of the present wage scale. Our committees were hustled in 
and hustled out; they were not given time to prepare any sort 
of a reply, and if the carriers intend to put in any testimony 
here regarding the present wage scales, their unreasonableness 
and the reduced cost of living, we shall certainly take the posi- 
tion that adequate conferences were not held and that the 
matter is, therefore, not properly before this board. 

“These carriers were assessed an estimated increase in 
expenses of $600,000,000 in July, 1920, when our wages were 
increased, and immediately thereafter the Interstate Commerce 
Commission granted an increase in rates that was estimated to 
increase revenues $1,500,000,000. Last July a reduction in wages 
was made that was said to mean a saving of $400,000,000 to the 
carriers, and now they come in, and without explaining what 
was done with the money they have already been given by the 
Commission and this board, ask for a further reduction in wages 
so that they may aid the public.” 

Mr. Manion also referred to the regional conference boards, 
recently established, to deal with the so-called “big four” brother- 
hoods, as “petting parties.” “It seems strange,” he said, “that 
the lower paid classes of labor should be singled out to bear 
the burden of these proposed rate reductions. The railroads 

are the only business in the country that is still inflated, and 
now, instead of taking their share of the work of returning 
business to normal, they want to perform another operation 
on us.” 

In spite of the threat made by labor leaders that any testi- 
mony put in by the carriers regarding the unreasonableness 
of railway wages would mean the pressing of a contention that 
the cases were not properly before the board, J. W. Higgins, 
executive secretary of the Association of Western Railways, 
speaking for 101 railroads in the territory west of Chicago, put 
into the record at the wage hearing in Chicago, March 7, a 
voluminous compilation, made from reports of railroad execu- 
tives in 28 states, which, he said, showed wages in other indus- 
tries to be, in general, far below those paid for similar classes 
of labor in the railroad industry. 


Some difficulty was experienced in getting the testimony 
under way, due to the fact that the board had adopted a pro 
gram which contemplated the hearing of all disputes against 
the shop crafts before taking any testimony regarding any of 
the other classes involved. Mr. Higgins and his state chairman 
had arranged their presentation to cover all classes and some 
rearrangement was necessary in order to proceed. 


According to the figures of the western carriers, compiled 
from reports covering 318,893 workers in outside industries, 
11.78 per cent received wages less than those paid for analo- 
gous work by the railroads. In only three states (Montana, 
Wyoming and Colorado) was the general average of wages 
higher than the railroad scale. This, the witness said, was due 
to the fact that those states were sparsely settled and because 
industry in them was confined largely to mining, where wages 
Were generally high. 

The table of decreases requested, filed by the witness, 
showed that the decreases, if allowed, would average consid- 
trable in excess of the 10 per cent generally used as the con- 
venient method of describing them. On skilled shop éemployes, 
for instance, a cut of 9% cents in a 77-cent an hour rate is 
Proposed; pipefitters, 27 cents in a rate of 77 cents; carmen 
helpers, 19 cents in a rate of 54 cents; and other shop employes, 
“2 cents in a rate of 72 cents. 

Mr. Higgins outlined the moves of the carriers which led 
UW to the requests for further reductions. He told of the meet- 
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ing of the executives last October, at which time it was decided 
to use possible future reductions in wage scales to reduce 
freight and passenger rates. He said no change had been made 
in this program and the board, the workers and the public 
could rest assured that every cent of the reduction would be 
passed on to the shipper and traveler, in so far as it had not 
been already passed on. 

Following the presentation of Mr. Higgins’s testimony, each 
of the state chairmen made a brief statement regarding labor 
conditions peculiar to his state. This gave rise, momentarily, 
to the belief that the carriers were going to insist on varying 
wage scales for application in different territories, instead of 
the standard scale in effect since the beginning of federal con- 
trol. When a question to that effect was put by Chairman 
Barton, however, Higgins and his colleagues from the East and 
Southeast denied that that was the case. 


In closing his presentation for the western carriers, March 
8, Mr. Higgins made a plea for the restoration of proper rela- 
tionships between wages of various classes of railroad workers 
which, he said, had been “distorted,” during federal control. 
He also pointed out that in addition to the lower scales of wages 
in effect for analogous work in outside industries, these indus- 
tries frequently used “handy-men and second-class mechanics” 
to perform rough mechanical work, whereas the railroads were 
required to use regular mechanics, at mechanics’ rates of pay, 
to perform similar work. He said, in part: 


I want to say for all roads a few words to emphasize the request 
for consideration of and relief from some of the distortions, created 
during the period of government control, of the well established wage 
relationships as between the different classes which we feel the rates 
proposed, would, if accepted, in a large measure adjust. Also, I want 
to stress the fact that within each railroad shop, as pointed out, there 
is an unjustified uniformity in rates when comparison with outside 
shops is made. I want to call attention to the fact that the evidence 
submitted in behalf of western railroads shows conclusively that the 
same situation with respect to labor rates in the shops of other indus- 
try exist today as it did during the war period, with the one exception 
that all rates in outside industries are on a lower level. 

I want to further point out that our evidence shows conclusively 
that in every city and state in western territory the great bulk of 
shop work is performed in outside industry at lower rates than 
the railroads pay, and that much of the rougher shop work for which 
railroads now pay mechanics’ rates is performed in outside shops by 
handymen, or second-class mechanics, at much lower rates than the 
mechanics receive, and a great deal of it at rates lower even than 
those we are now offering the helper apprentice and the regular 
apprentices in the last year of apprenticeship. The consideration the 
western roads ask that the board give this situation is this: that it 
permit the railroads to adjust with the men rates for such positions, 
or that it name rates for those positions requiring less skill that are 
more nearly in accord with rates paid for similar work in contiguous 
outside industries. 

The western railroads want the 67% cent rate to supplant the 77 
cent rate for skilled shopmen, that is, first class journeymen 
mechanics; they also want and earnestly request that this board not 
impose higher rates for less skilled positions than the rates paid by 
industries in contiguous territory, nor do they want to be compelled, 
through classification of work, to use the skilled journeyman mechanic 
on the rougher and lower grades of work. They ask that this board 
fix rates for these lower grades more nearly comparable with the 
rates paid for like work in other industry in contiguous sections. In 
other words, they ask that the board, after fixing the minimum rate 
for skilled journeymen mechanics, fix rates at a lower level for the 
lower grades of work, specifying the kind of work and the rate that 
will be paid for such work and fixing the rates so they will fall within 
the spread between the minimum rates for skilled journeymen 
mechanics and the maximum rates for regular and helper apprentices. 


Representatives of individual western railroads took up the 
question of financial ability to pay, after the close of the general 
presentation. Some of the smaller roads insisted that unless a 
reduction in wages were forthcoming they would have to cease 
operating. Among these were the International & Great North- 
ern and the Minnesota & International. These pleas gave rise 
to some speculation as to how the weaker roads would be ben- 
efited financially if money awarded through wage reductions 
was passed on to the public in rate reductions. The prevailing 
opinion seemed to be that such reductions would stimulate traffic 
sufficiently to place the small roads on a sounder financial basis. 
In the case of the M. & I., for instance, the chief factor in the 
failure of the road to earn its fixed charges was the closing 
down of lumber operations in northern Minnesota. It was hoped, 
W. H. Gemmel, president of the road, said, that a reduction in 
rates would stimulate business generally and so, indirectly, cause 
the resumption of logging operations. 


In the course of the presentation of the C. B. & Q. Railway, 
it was stated that the road requested the withdrawal of its 
wage cut proposal with regards to its clerks, freight handlers 
and station employes. In explanation, it was said that these 
men had decided to accept the cuts proposed by the carrier, 
which were practically the same as that proposed by the other 
western lines, ranging from $10.20 to $14.28 a month. 


Eastern railroads began the presentation of their side of 
the wage controversy at the Labor Board hearing, March 9, 
the general phases of it being taken care of by John G. Walber. 
The bulk of his testimony was in the shape of 10 exhibits, the 
largest of which was a volume containing some 500 pages of 
statistics concerning wages in outside industries. The others 
were compiled to show that the financial condition of the east- 
ern roads had made under-maintenance necessary, that the cost 
of living had receded materially since last July, and that wage 
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readjustments in other industries had gone on more rapidly 
than in the railroad industry. 

Mr. Walber stressed what he considered the fact that a 
reasonable cut in the wages of railroad employes would be as 
much in the interest of employes as in the interest of the 
roads and the public. To prove this he submitted tables of 
average working hours per week in various railroad shops at 
present compared with those of a year and two years ago. His 
contention was that a cut in wages would mean prosperity for 
the railroads and would cause the re-hiring of many laid-off 
shop men, and the extension of the working hours of many 
others to nine and ten hours a day instead of five and six, as 
at present. 

While discussing this subject, the witness said that several 
roads had succeeded in convincing their shop workers of these 
facts, but that the local leaders, acting under orders from higher 
up, had declined, against their own better judgment, to accept 
the proposed cut. Mr. Jewell, of the American Federation of 
Labor, vigorously denied this, and challenged the witness to 
cite some instances. This Mr. Walber refused to do, saying 
that to do so would work harm to the men who had confided 
in their managers to the extent of telling them some of the 
alleged inside workings of the railroad labor organizations. 

Mr. Walber said, in part: 


Although the reduction in the cost of living from May 1, 1920, to 
July 1, 1921, was approximately 20 per cent, as indicated by the gov- 
ernmental and other statistics, yet the reduction in wages effective 
July 1, 1921, was approximately 11 per cent. It is obvious, therefore, 
that other elements than the changes in the cost of living entered into 
the deliberations of the board. Exhibits will be introduced showing 
clearly that the cost of living today is back where it was in 1918. 
So far as the cost of living is a factor in determining wages, the 
wages of today should be based upon what the cost of living was 
in 1918. According to the statistics of the Department of Labor the 
cost of living as of December, 1921, is 74.3 per cent above the average 
for the year 1913. 

It will be observed from the data placed in detail before the board 
that for all classes of employes on the eastern railroads (the pay- 
rolls of which are approximately 45 per cent of the entire country for 
the classes affected) the saving effected as a result of the reduction in 
rates of pay heretofore ordered by the Railroad Labor Board amounted, 
in the aggregate, to 11.2 per cent, or $6,923,015.72 a month; and that the 
saving effected by the changes in rules and working conditions here- 
tofore promulgated by the Labor Board amounted, in the aggregate, 
to 1.2 per cent, or $748,333.87 a month. 

In other words, the total saving effected on the eastern railroads 
as the result of the wage reduction heretofore ordered by this board, 
plus the saving effected on those roads as a result of the modification 
of rules and working conditions ordered by the Labor Board 
amounted, in the aggregate, to not more than 12.4 per cent, or $7,671,- 
349.59 a month, 

I shall submit an exhibit showing the result of an investigation on 
the eastern railroads of comparative wage schedules as paid in out- 
side industries and paid by the railroads for comparable labor in 
more than 3,700 plants and 988 communities in eastern territory. 

For ordinary unskilled labor comparable to railroad labor in shops, 
roundhouses, ete., this exhibit shows that of 36,865 such employes in 
outside industries, only 575 received rates of pay equaling or exceed- 
ng the prevailing rate of 41 cents an hour paid by the railroads, but 
he average rate for these outside industries was 30 cents an hour. 

; For car repairmen, comparable with. ‘rough painters, scourers, 
primers, etc., of which there were 11,292 employed in the outside in- 


dustries above referred to, only 143 received rates of pay equaling or: 


exceeding the railroad rate of 72 cents an hour, but the average for 
such labor was 48.8 cents an hour. 

For machinists, of whom there were 42,159 in the outside industries 
studied, only 650 received rates equaling or exceeding the railroad rate 
of 77 cents an hour, but the average rate paid in the outside indus- 
tries was 56 cents an hour. 

Of the 2,340 boiler makers engaged in outside industries investi- 
gated, only 40 received as high or higher rates per hour than the 
railroad rate of 77 cents, but the average pay in the outside industries 
was 56.5 cents an hour. . 

For the highest grade of passenger car men, of whom 7,458 were 
employed in the outside industries investigated, only 472 received 
rates equaling the rate paid by the railroads of 77 cents an hour, but 
the average in the outside industries was 57.6 cents an hour. 

For men performing work comparable with wood workers, planer 
operators, etc., of which 1,666 were employed in the outside industries 
investigated, only 18 received rates of pay equaling or exceeding’ the 
railroad rate of 72 cents, but the average rate of pay in the outside 
industries was 57 cents an hour. 

The interests of the employes are not opposed to the interests of 
the railroads ! represent. The prosperity of these workers is inter- 
woven with and dependent upon the success of the railroad business 
itself. So long as wages must be maintained upon a war time level 
the railroads will be prevented from adjusting their conditions to the 
peace time bases, and if their income is to be absorbed by such war 
time scales of pay, it necessarily follows that corresponding reductions 
must be made in the working forces. 

We submit that it is to the greater interest of the railroad em- 
ployes and the public in general that the employes be placed upon a 
basis which will permit of working the maximum forces, so providing 
employment for the greater numbers, increasing the consuming public 
and in that way contributing to the general rev’val of business. 

The extent to which the readjustment in other fields has already 
progressed is strikingly illustrated by the deflation which has thus far 
taken place in the wholesale prices of commodities. 


The presentation of the southeastern carriers at the wage 
hearing, March 10, did not differ materially from those of the 
eastern and western railroads. It encompassed, as they did, 
statistics as to wages in outside analagous industries, some data 
as to the cost of living, and a considerable mass of informa- 
tion as to the financial condition of the southeastern roads. A 
number of these made individual presentations, but the general 
testimony was put in by W. A. Northcutt, general attorney for 
the Louisville & Nashville. 

After Mr. Northcutt had completed his testimony, adjourn- 
ment was taken until March 13, at which time, it was announced, 
the shop crafts would be required to put in their testimony. This 
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announcement evoked a storm of protest from representatives of 
the American Federation of Labor, in the railway employes de- 
partment of which the shop crafts are consolidated. “How can 
we,” said B. M. Jewell, “be expected to analyze in two days fig- 
ures and exhibits that, according to the railroad’s own witnesses, 
took more than a year to compile?” Vice-Chairman Hooper 
called attention to the fact, however, that the board was only 
following its regular course in requiring the shop crafts to put in 
testimony immediately. 
In part, Mr. Northcutt said: 


Referring for a moment to revenues, expenses and net operating 
income of carriers in the Interstate Commerce Commission’s southern 
group, we find that in the year 1921 those carriers failed by $75,000,000 
to earn a reasonable return upon the value of their property devoted 
to public service. The return was only 2.6 per cent upon the value of 
their property, which Mr. Hoover, in his testimony before the Inter- 
state Commerce Commission, expressly commented upon, saying that 
“in surveying the situation by districts we find that the whole of Class1 
southern roads barely earned enough money to cover the interest on 
their bonds,’’ and this, he says, ‘‘in spite of the fact that maintenance 
of the property had been held during that period to a low level.’’ 

Now let us look to some of the causes for the deplorable condition 
just presented, and to do this I have compared 1921 with 1915. Nine- 
teen sixteen was a year of good business, handled in the main under 
reasonably normal conditions, and while, of course, affected to some 
extent by the war conditions, not so much so as subsequent years. 
In a general way, as to most lines in our territory, the traffic in 1921 
was slightly in excess of 1916, and it of course moved on a substan- 
tially higher level of freight and passenger rates—in the south ap- 
proximately 60 per cent higher in 1921 over 1916. 

Using round figures, L. & N. revenues increased from $65,000,000 to 
$117,000,000, or about 77 per cent, and the labor payroll increased from 
$24,400,000 to $63,400,000, or 160 per cent. In 1916 it took 37.6 cents of 
each dollar revenue to pay the labor payroll; in 1921 it took 54.1 cents 
of each dollar of revenue to pay the labor payroll. 

The increase to which I have called attention is to my mind 
appalling. Without undertaking right here to parallel these wage 
increases with increases in the cost of living as shown by the ayvyail- 
able statistics, it is obvious to any one that the present rates are not 
justified on that ground, or by comparison with wages paid by out- 
side industry. 

A word as to wage deflation. The most important industries in 
our territory are agriculture, coal, lumber, iron and steel. 

As to the first the United States Department of Agriculture has 
this to say: ‘‘Farm wage rates in the United States dropped approxi- 
mately 37 per cent during the calendar year 1921. * * * ‘The small- 
est decline with respect to method of hiring, 33 per cent, was for labor 
hired by the month without board, and the largest decline, 40 per cent, 
was for day labor with board outside of harvest time. With respect 
to geographic divisions the largest decline was in the south and in the 
north central states west of the Mississippi River.”’ 


LABOR BOARD-PENNSY ARGUMENT 
Argument on the motion of the Labor Board to dismiss the 
application of: the Pennsylvania to have its temporary injunction 
against the board made permanent, which was scheduled to take 


place March 8, was placed on the calendar of United States Dis- ' 


trict Judge Page, owing to the resignation of Judge Landis. Judge 
Page indicated that he would set the argument for some con- 
venient date as soon as possible after the present wage reduction 
hearings. 


CAR SURPLUS AND SHORTAGE 


The number of surplus freight cars in good order in the 
period February 23-28 was 245,100 as compared with 264,814 in 
the period February 15-23, according to the weekly report of the 
car service division of the American Railway Association. The 
average daily shortage was 599 cars as compared with 517 in 
the preceding period. 

The surplus was made up of the following classes of equip- 
ment: box, 87,892; ventilated box, 4,710; auto and furniture, 
2,759; total box, 95,361; flat, 13,103; gondola, 76,792; hopper, 
20,842; all coal, 97,634; coke, 3,544; S. D. stock, 18,218; D. D. 
stock, 1,737; refrigerator, 6,829; tank, 572; miscellaneous, 8,102. 

The shortage was made up of 373 box, 49 flat, 32 gondola, 68 
hopper, 4 S. D. stock, 70 refrigerator and 3 miscellaneous. 

The number of freight cars idle because of business condi- 
tions totaled 437,678 on February 23 compared with 449,819 on 
February 15, a reduction of 12,141, according to reports received 
from the railroads of the country by the car service division of 
the American Railway Association. 

Comparisons shows that of the total 264,814 were surplus 
freight cars in good repair and ready for immediate service if 
traffic demands warranted, which was a reduction of 13,667 com- 
pared with the number of such cars at the middle of the month. 
The remaining 172,864 were cars in need of repairs over and 
above the number normally regarded as being unfit because of 
physical condition for use until repairs had been made. 

Surplus box cars in good order numbered 105,938, a decrease 
of 6,616. since February 15 while surplus coal cars in good 
repair totaled 105,570, a decrease of 6,480 within the same period. 
Surplus coke cars showed a decrease of 104 within approx! 
mately a week while a decrease of 449 was reported for stock 
cars within the same time which brought the total down to 
20,732. 

Of the 2,282,136 freight cars on line on February 15, reports 
showed 332,614 or 14.5 per cent in bad order compared with 
331,050 or 14.5 per cent on February 1. Allowing seven per 
cent of the cars on line as being normally in need of repalls 
would leave 172,864 as the number in excess of that amount 
which are idle and out of repair. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
w * 





Amended Complaint Held Not to State New Cause of Action: 
(District Court of Appeal, Third District, California.) An 
amended complaint alleging that a contract was executed by L., 
doing business under the name of L. Company, in his own 
behalf, did not state a new or different cause of action than 
the original complaint, which alleged that the contract was 
executed by L., as president, on behalf of the L. Company, a 
corporation, so as to be barred by limitations; it appearing that 
the corporation had at the time of the contract forfeited its 
charter, and that L. was the sole stockholder.—Alexson vs. 
Steward et al. 203 P. Rep. 423. 
Person Transporting Granite Held Liable for All Damage and 

Work of Shipper in Repairing Damage: 

Owner of barge contracting to transport and “to secure 
granite well on barge, so as to avoid damage in transit, and 
shall be responsible for any and all damage done person or 
property by reason of the prosecution of his work,’ was just 
as liable as a common carrier, if not a common carrier, for 
injury to the granite by sinking of the barge, and there was 
a sufficient consideration for employment of the shipper to 
raise the granite, as would be the case with a common carrier, 
under Civ. Code, sec. 2194.—Ibid. 

Contract with Corporation Whose Charter Was Forfeited Held 

Not Void: 

Contract with a corporation which had forfeited its charter 
for non-payment of its license tax, held not void, where executed 
by one who had been its president and owned all of the stock 
and was conducting the business under the old corporate name, 
where no prejudice resulted from the fact that the president, 
rather than the corporation named, was the real party in in- 
terest.—Ibid. 

Sinking of Loaded Barge at Dock Held Due to Want of Atten- 
tion by Master: 

(Circuit Court of Appeals, First Circuit.) Findings of the 
trial court that the sinking of a barge at a dock, some hours 
after she had been loaded with coal, was due to the failure 
of her master to remain on board and give attention to her 
pump, and that the company loading her was not responsible 
therefor, because the loading was properly done in accordance 
with the directions of the master, held sustained by evidence.— 
Boston Towboat Co. vs. Darrow-Mann Co., Adams et al. vs. 
same, 276 Fed. Rep. 778. 


Owner Held Barred by Privity from Right to Limitation of Lia- 
bility for Sinking of Unattended Barge: 

A finding that the owner of a barge, which sank at a dock 
because her master left her unattended at night after loading 
with coal, was not entitled to limitation of liability on the 
ground that it had knowledge of a custom of its masters to so 
leave their vessels, though contrary to instructions, held sup- 
ported by the evidence.—Ibid. 


Privity or Knowledge of Assistant Manager of Towboat Com- 
pany Held that of the Company: 

Privity or knowledge of the assistant manager of a tow- 
boat company, who, though not an officer of the company, had 
the charge and management of its boats, of a custom of its 
barge masters to leave them unattended at night, while lying 
loaded in docks, held the privity or knowledge of the company. 
—Ibid. 

Facts Held Not to Relieve Party from Performance: 

(Circuit Court of Appeals, First Circuit.) Under a contract 
for the transportation from San Juan to New York of plaintiff’s 
output of sugar for a term of five years, at an agreed freight, 
by defendant, by its own steamers or by steamers chartered by 
it, defendant held not relieved from performance by the fact 
alone that its own steamers were requisitioned by the govern- 
ment for war purposes.—Société Anonyme Des Sucreries de 
Saint Jean vs. Bull Insular Line, Inc., 276 F. Rep. 783. 

Contract Held Not Frustrated by Temporary Inability to Per- 
form: 

A contract made in 1916 by defendant to carry plaintiff’s 
output of sugar from Porto Rico to New York for a term of 
five years, beginning in 1917, provided that, “if by reasons of 
force majeure either of the parties are unable to carry out this 
agreement in whole or in part, such inability by either party 
will not subject such party to any claims for damages, nor will 
Such inability void this agreement.” In 1917 defendant’s vessels 
Were requisitioned by the government for war purposes and 
were held for about two years, when they were returned. Held, 
that such temporary inability to perform did not terminate the 
contract nor relieve defendant from the obligation to perform 
lt during the remainder of the term.—Ibid. 
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Measure of Damages for Breach of Contract Stated: 

(District Court, D., Maryland.) Libelant, an exporter of 
grain, contracted with respondent for cargo space on a desig- 
nated steamship for 5,000 bushels of wheat from Baltimore to 
Hamburg, but before doing so, in accordance with the custom 
of the trade, contracted for the sale of the grain in Hamburg 
to arrive by such steamship. Respondent desired to substitute 
another vessel, but the Hamburg buyer refused to consent, ex- 
cept at a stated reduction in the price of the grain, and, as 
respondent would not agree to stand the loss and refused to 
accept the shipment on the vessel named, libelant sold the grain 
in Baltimore and brought suit for breach of the contract. Held, 
that its damages recoverable were limited to the amount it 
would have lost if it had shipped by the other vessel and ac- 
cepted the reduced price.—The Manhattan, 276 Federal Rep. 823. 
Contract to Carry Grain to Foreign Port Construed with Ref- 

erence to Known Custom of the Trade: 

Where a shipowner, contracting to carry a cargo of grain 
to a foreign port, had knowledge of the custom of shippers of 
grain to contract in advance for sale of the cargo to arrive, it 
contracts with reference thereto, and on breach of its contract 
to carry is liable for the resulting loss to the shipper, arising 
from his failure to deliver under his contract of sale.—Ibid. 
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Cases Recently Decided by State and Federal Courts 


(Digests take: from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 
Refusal of Carrier to Deliver to Consignee Except on Signing 

Certain Receipt Held Conversion: 

(Supreme Court of Nebraska.) An electric motor was de- 
livered to a carrier for shipment and a bill of lading issued by 
the carrier acknowledging that it was received in good condi- 
tion. When it reached its destination it was found to be dam- 
aged. Whether the damage occurred before or after the carrier 
received the motor was in dispute. The consignee demanded 
the motor and offered to receipt for it, but the carrier declined 
to deliver it to consignee unless the latter would sign a receipt 
with a notation thereon that it was turned over to consignee 
in good condition except “old break.” Consignee refused to sign 
such receipt. Held, that the refusal of the carrier to deliver 
the motor to consignee unless he would sign a receipt worded as 
above was unreasonable and constituted a conversion of the 
motor.—Fred F. Shields Co. vs. Chicago & N. W. Ry. Co., 186 
N. W. Rep. 332. 


TELEGRAPHS AND TELEPHONES 
Notice of Non-delivery Not “Presentation of Claim” Within Con- 
tract Provision: 

(Kansas City Court of Appeals, Missouri.) Under a contract 
provision, requiring claim for damages or statutory penalty pro- 
vided by Rev. St. 1919, sec. 10136, to be presented in writing 
within 60 days after telegram was filed for transmission, a mere 
notice of failure to deliver the telegram is insufficient, a “pres- 
entation” of a “claim” based thereon being necessary.—Davis 
vs. Western Union Telegraph Co., 236 S. W. Rep. 407. 
Presentation of Claim for Non-delivery May Be Waived: 

Contract provision that telegram company will not. be liable 
for damages or penalty provided by Rev. St. 1919, sec. 10136, for 
failure to deliver a prepaid telegram unless a claim is presented 
within 60 days, may be waived, and is waived where the tele- 
graph company undertakes to settle upon mere notice of non- 
delivery, the object and purpose of such provision being that 
the company may have notice of claim and intelligently settle 
or prepare its defense while the facts are known and the evi- 
dence of them is obtainable, notwithstanding public service com- 
mission act, providing for just and reasonable charges on the 
part of public utilities and forbidding unjust discrimination 
therein.— Ibid. 

Instruction as to Sufficiency of Notice of Non-delivery of Tele- 
gram Held Erroneous as Submitting Legal Question: 

In an action to recover the penalty provided by Rev. St. 1919, 
sec. 10136, for failure to deliver a prepaid telegram under an 
agreement with the defendant providing for presentation of 
claim in writing within 60 days, court erred in charging the 
jury that if they found defendant was “duly notified” of plain- 
tiff’s demand within 60 days, and if they found “demand was 
made for damages for such failure,’ then, they should find for 
plaintiff, mere “notice” being insufficient compliance with the 
contract provision, and submission of question as to whether 
notice given was sufficient compliance with the stipulation in 
the contract.—Ibid. 

Instruction as to Waiver of Notice Held Erroneous as Submitting 

Legal Question: 

In an action ‘to recover penalty provided by Rev. St. 1919, 
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sec. 10136, for failure to deliver prepaid telegram, under a con- 
tract requiring claim for damages or statutory penalty to be 
presented in writing within 60 days, an instruction that it was 
necessary that defendant should have its attention called to the 
failure or refusal to deliver the telegram by notice in writing, 
within 60 days, and that in order for plaintiff to recover he 
must show service of such notice within that time, unless the 
jury further found that defendant had waived service of such 
notice, and had acknowledged actual notice of plaintiff’s demand, 
was erroneous, in that it would be understood by the jury to 
mean that mere “notice” would be sufficient, and in it submitted 
question whether defendant “has waived” the presentation of 
a written claim within 60 days, instead of setting out the facts 
on which waiver was predicated, and telling the jury if they 
found those facts that the presentation of the claim was waived. 
—Ibid. 
CARRIAGE OF LIVE STOCK 


Provision of Published Tariffs as to Notation on Contract and 

Waybills Is Part of Contract: 

(Supreme Court of Montana.) A carrier’s published tariffs, 
filed with and approved by the Interstate Commerce Commis- 
sion, and requiring a notation on the contract of shipment and 
the waybills of points at which live stock were to be fed and 
watered, form a part of the contract of shipment of which the 
shipper and carrier are bound to take notice, and which are 
conclusive on the shipper, as well as the carrier, whether he 


has actual knowledge of them or not.—Cook et al. vs. Northern — 


Pac. Ry. Co., 203 P. Rep. 512. 

Notation on Contract and Waybills as to Places for Feeding and 
Watering Live Stock Binding on Parties: 

Where, as required by a carrier’s published tariffs, notations 
were made on contracts of shipment and the waybills as to the 
places at which live stock were to be fed and watered, such 
notations became binding on both parties as though incorporated 
in the contracts as formal] stipulations.—Ibid. 

Oral Directions as to Points for Feeding and Watering Live 
Stock Merged in Shipping Contract and Not Provable: 
Under Rev. Codes, sec. 5018, providing that a contract in 

writing supersedes oral negotiations or stipulations, and section 
7873, prohibiting evidence of the terms of an agreement other 
than the contents of the writing, except where there is an 
issue as to a mistake or imperfection, etc., oral negotiations 
and directions as to the points at which live stock should be 
stopped for resting and feeding were presumed merged in the 
contract of shipment, where it and the waybills bore notations 
stating the points at which stops were to be made, and evidence 
of directions to make other stops was incompetent.—Ibid. 

Parol Evidence Not Admissible to Varying Shipping Contract 
Because Shipper Did Not Read It: 

Under Rev. Codes, Sec. 5340, relative to the effect of a 
consignor’s acceptance of the written contract of carriage, etc., 
a shipper, accepting a contract of shipment on which was noted 
the points at which stops were to be made for resting and feed- 
ing live stock, was presumed to have done so with knowl- 
edge of its contents, and could not assert ignorance thereof as 
a reason for resorting to parol evidence of prior negotiations 
or agreements to vary or alter its contents.—Ibid. 

Parol Evidence of Custom Inadmissible to Vary Shipping 
Contract: 

Under Rev. Codes, Sec. 5028, requiring the intention of the 
parties to a written contract to be ascertained from the writing, 
section 7877, relative to the consideration of the circumstances 
under which an instrument was made, and section 7887, relative 
to proof of usage, where contracts of shipment were clear and 
explicit in their terms as to the places at which stops were 
to be made for resting and feeding live stock, proof of a cus- 
tom to make a stop at a different point was inadmissible.—Ibid. 
“Identification” of Attendant of Lambs Shipped as Shipper’s 

Authorized Agent Held Insufficient to Show Ostensible 

Authority to Modify Contract as to Point of Stopping: 

In action against carrier for damages from failing to un- 
load shipment of lambs at an intermediate point for feeding, as 
stipulated by notation upon face of shipping contract, which 
contract provided for the shippers’ furnishing an attendant to 
care for the lambs on the way, held that such an attendant, 
even though he had the shipping contract in his possession, 
had no ostensible authority to change such contract by elimi- 
nating the provision as to unloading at intermediate point, and 
that the statement of such attendant that he was the person 
in charge was not such “identification” of him as the shipper’s 
authorized agent as was required by the published tariffs, pro- 
widing that, “The points at which animals are to be stopped 

* * cannot be changed except upon written instructions 
of the owner or his authorized agent, the question of owner- 
or agency to be determined upon proper identification.”— 

Causes of Delay in Transportation of Live Stock Not Excus- 

able Enumerated: 

(Supreme Court of Kansas.) The statute requiring car- 
riers to transport live stock without delay and at a rate of 
speed averaging 15 miles per hour, unless prevented by 
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unavoidable accident, and subject to certain exceptions, inter- 
preted, and held, delays from the following causes are not 
excusable: Allowing trains to pass; track blocked by trains; 
waiting for block; taking water and coal; inspecting train; 
lunch for train crew; waiting for engine; cutting out helper; 
hot box; sparks from brake shoe; loading stock for other 
shippers.—Anderson vs. Hines, Director-General of Railroads, 
203 P. Rep. 726. 


TEXAS CASE DISMISSED 
The Trafic World Washington Bureau 


The Supreme Court of the United States, March 6, dismissed, 
for want of jurisdiction, No. 24, on the original docket, the State 
of Texas, Complainant, vs. The Interstate Commerce Commis- 
sion et al. Thereby it practically disposed of the fight the Texas 
government is making to have the court set aside the orders of 
the Commission which brought into effect in that state the 
freight rates and passenger fares prescribed by the federal body 
in Ex Parte 74. 

Texas elected to attack the constitutionality of the trans- 
portation law by acting as a sovereign aggrieved by an inva- 
sion of her rights by the act of Congress. It attacked the orders 
cf the Commission and the decisions of the Railroad Labor 
Board, without, however, making the railroad companies con- 
forming with the orders of the -Commission, or their employes, 
parties to the case, or without following the direction of the 
statute setting forth the manner in which one desiring to have 
an order of the Commission set aside shall proceed. 

The court, in an opinion delivered by Associate Justice Van 
Devanter, called attention to the unusual length of the bill 
(sixty-five printed pages), in which, he pointed out, the state 
minutely set forth the things to which it objected without, how. 
ever, bringing in the parties most in interest, but merely con- 
tending that Congress invaded a field reserved for the state and 
that, therefore, the legislation was unconstitutional. 

“Obviously this part of the bill does not present a case or 
controversy within the range of the judicial power as defined by 
the constitution,’ said the court. “It is only where rights, in 
themselves appropriate objects of judicial cognizance, are being 
or about to be affected prejudicially, by the enforcement or appli- 
cation of a statute, that its validity may be called in question by 
a suitor and determined by an exertion of the judicial power.” 

The court pointed out that, even if all the things averred 
were so, it could not proceed with the case because the parties 
most interested had not been made parties to the bill. It said 
that if the state had a right to sue to annul the orders of the 
Commission and the board, a familiar rule required that it 
should proceed with due regard for the rights of the carriers that 
had put the orders into effect and are conforming to them. It 
said that on the question whether the orders were invalid and 
should be annulled, or valid and should be upheld, the carriers 
were entitled to be heard because their interests were directly 
involved and would be affected by the outcome. The court said 
they were not parties and that the bill itself made it clear that, 
by reason of their Texas citizenship, not more than one of the 
railroad companies could have been made a party to the suit. 

That fact, alone, the court said, would preclude it from 
awarding any relief on that part of the bill. It also pointed out 
that the way to attack an order of the Commission was to go 
into the district federal court. 

“What has been said suffices to show that we are not at 
liberty to entertain the bill in the exercise of our limited origi- 
nal jurisdiction.” said the court. 

As a final bow out of the court room, and a hint, it is be 
lieved, that the whole question about the constitutionality of 
the rate-making part of the transportation act had been settled, 
the court said: 

“In passing, it should be observed that some of the provi- 
sions cf the transportation act, assailed by the bil], have re 
cently been upheld in other cases brought before us in regular 
course on appeal from decrees in the District Courts. Railroad 
Commission of Wisconsin vs. Chicago, Burlington & Quincy, 
ante. p. —; New York vs. United States, ante, p. —.” 

They are the cases decided just a week before and pub- 
lished in the Traffic World of March 4. 

In effect, the decision was that the Texas authorities had 
not gone about what they desired to accomplish in the right 
way and that, if they had, the decision would have been the 
same as in the Wisconsin and New York cases, disposed of the 
week before. 


RATE ON IMPORTED SHEEPSKINS 


The Trafic World Washington Bureas 


In Docket No. 11510, Tanners Council of the United States 
against the Director-General, the Commission holds unreason- 
able the rate charged on imported sheepskins from the Pacific 
ports to the Atlantic seaboard destinations between June 25, 
1918, and February 14, 1919, to the extent that it exceeded the 
domestic commodity rate of $1.25 on green sheep slats, minimum 
36,000. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
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REPEAL THE LA FOLLETTE ACT 


Editor The Traffic World: 

We were much impressed with the views of the National 
Lumber & Manufacturing Company of Hoquiam, Wash., in their 
letter March 4 in the Open Forum, and particularly those in 
reference to our shipping. 

In present-day discussion of the future of our merchant 
marine we have been watching for someone to touch on what 
we consider the key to the whole situation. The National Lum- 
ber & Manufacturing Company has told us that we can never 
have a successful merchant marine until the La Follette act is 
repealed. 5 

In our humble opinion this act was to our budding mer- 
chant marine what the Adamson law was to the railroads, only 
much more deadly. Both were acts of political expediency 
aimed to win the vote, in one instance of the Seaman’s Union, 
and in the other a simple hold-up. 

We are at a loss to understand why it is that in all these 
brilliant schemes for fostering a merchant marine no serious 
thought seems to be given to the repeal of the La Follette act 
as a quick method of untying the Gordian knot. Perhaps it is 
as stated by our western correspondent—no one has the nerve. 

But picture the results! Repeal the La Follette act and 
sell all shipping vessels to private organizations, and see how 
quickly our merchant marine would take care of itself. We 
believe our opinion will be concurred in by all old-time ship 
operators who know the game. 

We recently exported a large tonnage of machinery from 
Boston to the Orient, and it did not leave in American bottoms. 
It left in ships of foreign registry, because no American ship- 
owner could possibly meet the rates and show a profit while 
operating a-la-La Follette. Give our merchantmen a fighting 
chance to operate their ships, unhampered by restrictive legis- 
lation, and you will once again see our flag on the Seven Seas, 
nor will we need any subsidy to keep it there. 

Surely politics and transportation make a poor mixture, 
whether the transportation be by land or by sea. An infant 
democracy, still playing with the toy of legislation, may some 
day wake up and realize that more seasoned nations are handling 
their legislative toys with more skill and less childishness. 

Boy, page Capy Ricks; let us hear what he has to Say. 

H. L. Miller, Traffic Manager, 
Saco-Lowell Shops. 
Boston, March 8, 1922. 


NATIONAL TRAFFIC CLUB ORGANIZA- 
TION 


Editor The Traffic World: 

I notice by your journal that there is in prospect the organ- 
ization of a National Association of Traffic Clubs. The idea is 
not a bad one if it is properly fostered and a real basis of opera- 
tion decided upon. If the national association, however, is to be 
purely an association for the purpose of being advisory in its 
character, then I do not look forward to its being very much of 
a success. 

I have been harboring in the back of my head a few thoughts 
relative to such an association. The proper headquarters for an 
association of this kind would be in Washington. I would say 
that a national association of this kind should have suitable club 
and lounging rooms centrally located in Washington so that 
Visiting traffic club members whose organizations comprise the 
national organization may have a place for gathering together in 
a social way and also for the purpose of having such meetings as 
time and circumstances might dictate. Such a plan, however, 
would require a considerable expenditure and this expenditure 
should properly be secured from the traffic clubs making up the 
membership of the national association on a basis of per mem- 
ber assessment—let us say about fifty cents a member, which 
would be $50 per hundred members, graduated upward $75 for 
200 members, $100 for 300 members and so on up, the reason 
for the graduation being that the larger clubs, such as the Chi- 
cago Traffic Club, would have to pay over $600 on the fifty 
cents per member assessment, whereas I believe it would be far 
better for such a club to pay, let us say, $350. If all of the traffic 
clubs agreed to come in on such a basis I believe the idea would 
take strongly and that it would serve as a particular incentive 
to organizations coming in. 
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Whether a man is an industrial or railroad representative, 
one finds it frequently necessary to go to Washington and a 
cheerful club room would be the place which the members would 
naturally go to during their leisure hours. 

If the plan of assessment which I have outlined would not re- 
sult in sufficient funds, then it could be very readily arranged 
to double the amount of assessment without in any way work- 
ing a hardship on any of the clubs comprising the membership 
of the national body. 

In addition to this there are many other detail plans which 
would require working out, but this is my main thought and 
the balance of the details can readily be worked out by the 
executive committee having the organization in charge. 

C. T. Stripp, 
Traffic Manager, the National Malleable Castings Co. 
‘Cleveland, March 6, 1922. 


NEW FORM OF BILL OF LADING 


Editor The Traffic World: 

In the early history of railroad transportation in the 
United States there was a lack of uniformity in operation. Each 
railroad had its own peculiar equipment, and there were various 
gauges of track, which made it impossible to handle a shipment 
under what we would today term a through arrangement. When 
a shipment was tendered for transportation to a point on a con- 
necting line it was the practice of the carrier to transfer the 
shipment to each successive carrier. It naturally follows that 
the shipper was entitled to some form of receipt and contract 
cof affreightment. This receipt or contract was termed a bill of 
lading, and was composed of as many different forms and sub- 
ject to as many different conditions as there were minds to 
create them. In drafting the conditions every conceivable means 
was used to limit the liability of the carrier, and in many in- 
stances exempt the carrier from all liability. 

In 1890 there came into use the first bill of lading that might 
be termed uniform. It was adopted by the carriers in Eastern 
Trunk Line Territory, and consisted of two distinct forms. One 
was known as the “ordinary form of uniform bill of lading,” 
which exempted the carrier from all liability. The other was 
known as “form of uniform bill of lading, the carrier’s liability,” 
under which the carrier assumed all liability. subject, of course, 
to the limitations of common law, which were freedom from 
liability for loss or damage arising from the acts of God or 
the public enemy, inherent defects, quality or vice of the ar- 
ticle transported, seizure by the courts under legal process and 
any act or omission on the part of the owner of the property. 

Shipments transported under the ordinary bill of ladings 
were subject to the regular tariff rates, while those transported 
under the carrier’s liability bill of lading were charged on the 
basis of twenty per cent in excess of tariff rates. This, how- 
ever, was later reduced to 10 per cent, due to the objection of 
the shipping public. 


The importance of the bill of lading in the relationship 
which the carrier assumed in the carriage of the property indi- 
cates the necessity of having a uniform document for use by all 
carriers, so as to eliminate, or at least minimize misunderstand- 
ing between the contracting parties. 


In 1904 the Interstate Commerce Commission instituted the 
first proceeding that brought about the adoption by a majority 
of the carriers, a uniform bill of lading. The Interstate Com- 
merce Commission’s report on the result of hearings conducted 
was rendered on June 27, 1908, and in this report recommended 
to the carriers the use of a uniform bill of lading, which was 
adopted by the carriers in Official and Western territory. 

Due to certain amendments to the act to regulate commerce 
and to the court decisions, the conditions in the bill of lading 
prescribed by the Commission in 1908 were changed from time 
to time so as to conform with the later amendments and de- 
cisions. Again in 1912 the Commission ordered an investiga- 
tion, this time for the purpose of determining whether the rules, 
practices, etc., with regard to bills of lading were unjust, un- 
reasonable, etc., which resulted in its decision and order of 
April 14, 1919, making it compulsory that the carrier adopt 
the uniform bill of lading, which was prescribed by it in that 
order, and which was to become effective in August of the 
same year. 

Several of the carriers in Eastern territory asked the United 
States District Court for an injunction restraining the enforce- 
ment of the commission’s order. This was granted on August 
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4, 1919. The case was finally taken to the Supreme Court of 
the United States, it being contended by the carriers that the 
Commission had .extended its authority in issuing an order pre- 
scribing the form and conditions of bills of lading. 

Before the Supreme Court had rendered its decision the 
transportation act of 1920 became effective, which. necessitated 
some changes in the forms of bills of lading, and in accordance 
therewith the bill of lading case was reopened the latter part 
of 1920. The result of hearings in this case is a new form of 
bill of lading which is to come into use after March 15, 1922. 

There are several new clauses on the face of this new form 
which are of interest to the shipper, particularly that clause 
which is covered by Section 7 of the conditions of the bill of 
lading wherein the consignor may instruct the carrier to look 
to the consignee for the payment of freight and all other lawful 
charges. There is also a clause provided which is to be signed 
when property is forwarded subject to agreed. or a declared 
valuation, and the settlement of claims on this basis is covered 
by one of the new conditions in the bill of lading. This new 
form is the result of many conferences between shippers’ or- 
ganizations, the carriers’ and the Commission, and that body, in 
prescribing this form, has taken into consideration the public 
interest in securing uniformity, and the shippers are urged to 
follow out the prescribed form, as all of the carriers of the 
country have adopted it. 

Maurice T. Otto, Traffic Manager, 


Dayton Chamber of Commerce. 
Dayton, O., March 8, 1922. 


CLAIM PREVENTION 


Editor The Traffic World: 

Claim prevention is usually left to the carriers. Most ship- 
ping firms are satisfied if they have some one make their claims 
for overcharge and loss and damage without paying much at- 
tention to causes or attempting prevention. Claims to them 
are merely an attempt to recover from a carrier all that was 
lost. This cannot be. Most claims only pay net invoice value 
plus proportion of freight charges affected if for loss and dam- 
age. Most overcharge claims are repeaters. Succeeding ship- 
ments coming in of same goods from same shipper with same 
errors continuously. How many traffic managers try to cut 
out repetitions of like evercharge mistakes and claims? Very 
few. Most of them think the gross amount of their claim 
record is all the firm pays them to accumulate. How many 
traffic men, especially for large firms, at regular intervals per- 
sonally inspect all goods coming in to see just how much the 
shipper knew of scientific marking, packing, safe containers; 
or checked up bills of lading against the invoice or goods to 
see how the shipper described the goods as compared to proper 
way for lowest rate lawfully that could be applied? How many 
of them haye the requisite facts and knowledge to properly 
advise the shipper how to overcome the errors? The traffic man 
who does not do all he can to study the above, wastes just fifty 
per cent of his good to the firm which employs him. 

Claim prevention in the past shows that suggestions from 
a carrier to a shipper are mostly received with suspicion and 
only a small percentage are thankfully received and acted up- 
on. We hope the future will promote close co-operation between 
shippers, carriers and receivers of freight in regard to claim 
prevention and then maximum prevention will become a fact. 
The subject is'a matter of education of future executives and 
real traffic men who will study claim economics. 


There is now no general or wide spread channel of educa- 
tion along these lines for shippers and receivers of freight and 
most of them do not realize the great importance of securing 
such information, but trust to the shipping departments to work 
cut their own salvation by sad and costly experience or the 
meagre knowledge of a traffic man who has not made a study 
of the essentials to insure safe and correct transportation and 
most of all followed up his goods to see if they really did ar- 
rive safely and at lowest rating lawful. 

The attitude of most industrial traffic managers, manufac- 
turers and, in general, all shippers and receivers of freight in 
the United States is surprisingly indifferent. In 1920 the class 
1 carriers paid out on loss and damage claims the amount of 
$104,398,930; and in six months in 1921 amount of $55,707,753, 
indicating an increase of ten millions more in 1921, although 
less tonnage moved. The total of all loss and damage claims 
plus all overcharge claims compiled, presented, investigated, can- 
celled, withdrawn, and paid probably causes the United States 
an economic loss of over half a billion dollars each year. 

The above figures show that although many more firms have 
so-called industrial traffic managers, and carriers have increased 
experience in claim handling and prevention; plus the education 
of the perfect package month campaigns; plus the T. C. F. B. 
and kindred associations working on same; plus additional car- 
riers now putting in unit, division and system claim preven- 
tion system; the total claims are still increasing instead of 
showing reductions to credit of above work. Most industrial 
traffic men come from three sources ex-railroad or steamship 
men, promoted shipping clerks, or graduates from the traffic 
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schools and commerce courses in colleges. Of the three kinds 
the ex-shipping clerk is the only one who has had actual ex- 
perience in marking, describing, and packing properly mer- 
chandise to insure safe and economical receipt at destination. 
This subject should receive extreme attention in all courses of 
traffic study in schools and colleges who carry such a study or 
publish text books on traffic subjects so future executives and 
traffic men will understand the vast importance of preventing 
instead of accumulating claims either loss and damage or over- 
charge and also that the eternal vigilance of a trained mind 
along these lines must always be watching over each firm’s 
shipping in or outbound. ; . 

The ordinary executive of a manufacturing or of a firm re 
ceiving a great deal of tonnage usually receives monthly or 
annually a report from his traffic man showing the increase in 
the number and amount of claim collections from the rail or 
water carriers which he proudly presents, saying: “See what I 
have saved the firm this year.” The usual superior smiles and 
gives said traffic man a good raise in salary, or commenda- 
tion for his good work. Such a man should be told by his su- 
perior: “Now tell us what you have done towards claim pre- 
vention or net savings in profits and overhead instead of claim 
accumulation. Claims are really a loss to us and in the future 
I shall measure your value to us and pay you accordingly as 
you prodtce results in preventing losses in incoming raw ma- 
terials and secure advice from all our customers far and near 
that all goods intrusted by us to your supervision have reached 
them in good condition with no ensuing loss and damage or 
overcharge claims which they can either partially or wholly 
attribute to us.” At the end of the next year that same traffic 
man could show this superior officer at least fifty per cent de 
crease in his own claims and same in his customers’ claims 
by proper co-operation and study. 

The subject is simply one of co-operative education between 
shipper and receiver. Most shippers are now sending out a 
little slip attached to invoices saying that the shipper has de- 
livered said goods in good condition to the carrier and now 
their liability is ended. In many cases it has. just begun, for 
unless the goods have been properly packed, marked and de- 
scribed the receiver is sure to have an overcharge or a loss and 
damage claim at destination. A simple follow-up form is shown 
as Exhibit “B” at the end of this article. By the use of this form 
any shipper can procure from his customers ideas of the way 
goods were received at destination, and whether his customer 
lost profits and overhead expense in claims account of insuffi- 
cient packing, weak containers, which our shipping friend sent 
out the goods in full confidence he would never hear of them 
again. To advise the large shipper who apparently is not inter- 
ested in the way his goods reached the consumer, how poorly 
his shipping department is watching to protect the safe arrival 
of shipments and at lowest cost we also show as Exhibit “A” a 
form below. By means of this simple working tool all receivers 
of goods which arrive in any condition less than perfect or that 
cause a repeated overcharge claim can advise the shipper with 
suggestions for improvement. The shipper who might resent a 
suggestion from the carrier in this regard will usually pay some 
attention to such a request from a good customer. But some 
firms do not. Then after a second use of this form produces no 
change it is time for the receiving traffic man to have his buyer 
look elsewhere for this kind of goods and so advise the shipper. 
This usually brings shipper to time at once and the shipping 
traffic man is due to receive a grand chance to improve or at 
least wake up and study to improve future shipments if possible. 
Most shipping traffic men are wise enough to admit receipt of 


this form and at once answer that they will take action to im- 
prove. 


The writer has had several firms ship him goods described 
in a certain way which made an overcharge claim. On writing 
the shipper on form “A” usually the shipper will change his ship- 
ping receipts accordingly on assurance that there is nothing in 
the tariff or classification rules to prevent him from correctly 
describing as requested. This cuts out all repetition of this par- 
ticular error and if the shipper has a thousand customers for this 
item he has therefore prevented in the future thousands of sim- 
ilar claims. In loss and damage from faulty packing, weak con- 
tainers, lack of strapping or wiring of cases, etc., the writer has 
also caused shippers to change for the better, cutting future 
claims over one-half, reducing overhead and preventing repeaters 
of same conditions. Consider what a wonderful nation-wide sav- 
ing can be made by the above simple scheme of co-operation if all 
large shippers and receivers (who in turn become local shippers) 
would try out these two forms for a period and study the re 
sults. It is certainly economical, as these forms could be made 
in any office with a ditto machine or any other similar system 
which is in use. 

The final figures of the perfect package month campaign last 
November showed less than two per cent of the grand total of 
packages were found imperfect or subject to criticism. In spite 
of this, thirty days later when these so-called perfect packages 
reached destingtion there were just as many overcharge or 10585 
and damage cl@ims which could be reduced fifty per cent by ¢o- 
operative study, the other half were 25 per cent unavoidable ac 


Ov 





. 10 


nds 

ex- 
ner- 
ion. 
3 of 
y or 
and 
ting 
Ver- 
lind 
rm’s 


| re 
f or 
e in 
1 or 
at I 
and 
nda- 
3 su- 
pre- 
laim 
ture 
y as 
ma- 
near 
ched 
e or 
holly 
raffic 
t de 
aims 


ween 
ut a 
Ss de- 
now 
1, for 
d de- 
$s and 
hown 
form 
way 
comer 
isuffi- 
sent 
them 
inter- 
oorly 
rrival 
a a 
pivers 
r that 
- with 
sent a 
some 
some 
ses no 
buyer 
\ipper. 
ipping 
or at 
ssible. 
ipt of 
to im- 


cribed 
yriting 
s ship- 
ing in 
rrectly 
is par- 
or this 
»f sim- 
uk con- 
ter has 
future 
yeaters 
de sav- 
n if all 
ippers) 
the re 
> made 
system 


en last 
total of 
in spite 
ackages 
or loss 
tL Dy Cco- 
able ac- 





March 11, 1922 THE TRAFFIC WORLD 547 


count rigors of transportation or inherent vice in articles or 
other causes beyond resources of shippers or carriers, while re- 
maining 25 per cent were due to rough handling or errors that 
the carriers themselves are always working upon to cut to the 
minimum. C. B. Pirie, 
Traffic Manager, Harper & Reynolds Corporation. 
Los Angeles, Cal., March 6, 1922. 


Exhibit “A” 


To be used in connection with all 
claims partly or wholly fault of shipper. 


“STRIKE AT THE SOURCE” FOR CLAIM PREVENTION 


Attached to Claim No. ...... 
To the Shipper: 

Your invoice, No. ........ eer ete me eee , received, 
with exceptions below. To prevent repetition of similar exceptions 
and resulting claims on yourself or the delivering carrier, take proper 
steps to forward correctly future shipments. 


To the Carrier: f 4 
Please notice we have notified the shipper the character of this 
claim to prevent repetition. 


Loss and Damage Claims: : 
Partly or wholly caused: by shipper, as follows: 


ae meee mee eee eee see ees eee EEE EEE T ESET ETEHEF ESE SESE HEHEHE HES EEE TH HEHEHE EE OS 
eee Oe eee mee mee ee eee HEE HEHEHE RESET HEHEHE HEHE TER HH ESE EET HEHE EHE HEHEHE EES 


eee meme eee Oe Hee eee Hee HEHE EES ERE RETEST ETE HEME SEHR E SER EH ESHER HEHEHE TES EEE ES 


Overcharge Claims: ; 
Partly or wholly caused by shipper, as follows: 


eee He eee eH HEHEHE EHS HSE E HERES EH EH EEE HHT ESE HEH ESET EH ETE E SESE EE EEHH SEES 
eee meee HEHEHE HEHEHE HEHEHE EHH EEE HEH EEE EES EHH EEE SESE SETHE EHH EH EEE HS 
eee eee mem eee meee HEHEHE HEHEHE HEHEHE EEE HEMET EHEH SHEET EHS HES HEHEHE HEHEHE EES EES 


Traffic Manager. 
CODY 10) GRIDDOT 6. 6:6:0.0-6:06c:0008 
CORY CO COBTISE «<< cicsceicewness 
Ge NO Fils ois ses esr ewsews 


Exhibit “B” 
USE FOR CLAIM PREVENTION. 


Enclose with invoices, bills of lading, or 
with goods periodically for a stated time. 
To John Doe Company, Los Angeles, Calif. 

Gentlemen: Our invoice No. ...... ee ee , covers 
these goods. On arrival we will appreciate report below as to con- 
dition in which received and thankfully receive any suggestions as 
to change in marking, containers, cartons, packing, strapping or 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 


men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 


*POSITION WANTED—With short line trucking company or in- 
dustry, by accountant, traveling auditor and traffic man. Accurate 
and adaptable. Record includes all railroad auditing. Traffic student, 

Cc. C., “Grade 1” rating. Salary moderate: Address FX5-7, Traffic 
World, Chicago. 








— 


WANTED POSITION—As traffic manager or assistant traffic man- 
ager, with responsible organization, eight years’ railroad experience, 
two years’ commercial experience, LaSalle graduate, thoroughly re- 
liable, able to organize and direct traffic department. Can furnish the 
ma of ee 34 years. Address E. H. B., care Traffic World, 
‘hicago, Ill. 


POSITION WANTED—As Traffic Manager or Assistant with man- 
ufacturing or commercial organization, by man of executive ability, 
age 38, single, best references, graduate and member of American 
Commerce Association. Familiar with and capable of handling all 
transportation matters. Salary $2,300 per year. Address J. O. 

raffic World, Chicago. 


WANTED POSITION—As Traffic Manager or Assistant Traffic 
Manager, with responsible organization. ‘Thirteen years’ experience in 
railroad, steamship and industrial traffic work. Thoroughly con- 
versant all details such work. Recommendations from highest rail- 


oad and steamship officials. Address O. D. D. 427, Traffic World, 
icago. 


POSITION WANTED—As Claim Agent, Chief Clerk or personal 
correspondent to official, railroad or industrial; age 40; married; fif- 
teen years’ general railroad office experience; Mississippi River to east 
coast; now in general claim office; object, future. Address M. G 
Traffic World, Chicago. 


*GENERAL MANAGER—Read FX 5-7 above. Address FX 5-7. 
Let me give you data. Judge for yourself. 


- 


FOR SALE—Several cars No. 1 oak railroad cross ties, switch tim- 
bers and bridge and crossing plank. L. E. Pearson, P. O. Box 315, 
South Bend, Ind. 




















































LET US FIGURE WITH YOU ON YOUR 
NEXT SUPPLY OF 


BILL OF LADING FORMS 


We Carry the Standard Bills in Stock and Print Forms 
to Meet Special Requirements 


THE TRAFFIC SERVICE CORPORATION 
418 South Market Street, Chicago, IIlinois 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canali Street, near Taylor Street 
Teaming of Every Descriptio Ity Deliv Service and Carioad 
cre Bead 


NEW YORK WATERFRONT 


STORAGE AND HANDLING RATES ARE LOW. 
DON’T LET GENERALIZATIONS TURN YOU 
FROM WAREHOUSING MOST ADVANTAGEOUS- 
LY WITH US IN THE WORLD'S GREATEST PORT. 


OBTAIN UNQUESTIONED FACILITIES: CLEAN— 
DEPENDABLE — STANDARDIZED WAREHOUS- 
ING. SELECT YOUR WAREHOUSEMAN AS YOU 
WOULD YOUR OWN BANKER. 


MERCHANDISE STORAGE CO., Inc. 


3/6 NORTH PIER STREET, BROOKLYN, N. Y. 


A truck is either a money 
maker or a spendthrift. No 
question as to which kind you 
want. No difficulty in get- 
ting what you want, either. 


The Pierce-Arrow Motor Car Company 
Buffalo, N. Y. 
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wiring cases to improve future shipments. Also claissification and 
errors in rating by carriers, account error in our shipping receipts. 


Yours truly, 
Richard Rowe Company, 
Shipping Department, 
Buffalo, N. Y. 


FUNCTION OF THE TRAFFIC CLUBS 


Editor The Traffic World: 

The writer has been very much interested in your editorials 
bearing on this subject, and particularly that in the issue 
February 25. 

You are to be congratulated for the capable manner in 
which you have expressed your views, and suggestions as to 
how traffic clubs should function. Without losing sight of the 
fact that traffic clubs, in conjunction with the National Indus- 
trial Traffic League, have accomplished some excellent work, I 
am fully in accord with your views that there is greater op- 
portunity for these organizations to extend the benefit of their 
knowledge so that the public as a whole may gain a clearer 
conception of transportation matters, and thereby help to elimi- 
nate much of the present misunderstanding. Almost every 
industry has been represented in the general rate inquiry, from 
the peanut grower to the steel nut manufacturer, and some 
have been broad-minded enough to admit that freight rates 
were not entirely responsible for the depression in business; 
but as, probably, a result of ignorance or lack of knowledge 
of the railroad situation, the attitude of the majority was one 
of antagonism and selfishness, a feeling inherent in human na- 
ture. I am of the opinion that good results might be obtained 
by extending an invitation to all railway officials to join the 
various traffic clubs; this would, I believe, not only strengthen 
the membership, but possibly promote a better spirit of co- 
operation. 

Business is the fulcrum of life to a nation, and its activity 
depends upon the strength of the railroads to apply the oper- 
ating lever and keep business moving. As a result of over- 
pressure, by legislation, the lever has become bent to the point 
of breaking, causing business stagnation. 

W. W. Atterbury, vice-president of the Pennsylvania. sys- 
tem, in his address February 10, when he said the plight of 
the railroads is attributed to government regulation, spoke a 
mouthful, and right now is the chance for traffic organizations 
to endeavor to straighten out the lever, by getting solidly behind 
the railroads, and encourage them to assert their right to op- 
erate on their own initiative. The latest slogan of the Rotary 
clubs, “When millions of men buck up, think up, talk up, 
business will wake up” bears a special significance in the rail- 
road rate problem. 

B. Scrivener, 
Acheson Graphite Company. 
Niagara Falls, N. Y., Mar¢h 9, 1922. 


REFUND OF WAR TAX 


Editor The Traffic World: 

Have noted the remarks made by various subscribers in 
the Open Forum from time to time in reference to refund of 
war tax on overcharge claims. We all regret that simpler rules 
were not promulgated by the revenue department eliminating 
all the unnecessary work that they have caused shippers, car- 
riers and the department itself. The Internal Revenue Depart- 
ment has advised that claims can be condensed, several of *he 
certificates can be attached to Form 46, so that after all it is a 
simple matter to file our claims and we will all receive our 
money eventually. 





C. E. Kiesele, Traffic Manager. 
H. B. Glover Co. 
Dubuque, Ia., March 9, 1922. 


NORTHERN PACIFIC ABANDONMENT 


The Commission has authorized the Northern Pacific to 
abandon a part of a branch line in Bayfield County, Wisconsin. 
The part to be abandoned is between Coda and Washburn, a 
distance of 24 miles. The application was for permission to 
abandon the entire branch, extending from Iron River to Wash- 
burn, a distance of 33.78 miles. Objections were filed by Bay- 
field County and by the Railroad Commission of Wisconsin, the 
latter contending that paragraphs 18 to 20, both inclusive, of 
section 1 of the interstate commerce act were unconstitutional. 
Permission to abandon the mileage between Cada and Wash- 
burn, and no more, the Commission said, would necessarily 
require the applicant to continue service on the nine miles be- 
tween Coda and Iron River. The Northern Pacific estimated 
that it would cost between $7,000 and $8,000 a year to operate 
those nine miles. The Commission said that after a reasonable 
time the railroad could determine whether the public was mak- 
ing sufficient use of the branch to warrant continuance of opera- 
tion. 
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RESTORATION OF STATE CONTROL 


The Trafic World Washington Bureau 


H. M. Slater, rate expert for the Illinois commission, ap- 
peared before the House committee on interstate and foreign 
commerce this week in support of the state commissions’ appeal 
for “restoration” of state rate control. Mr. Slater, as he did 
before the Senate interstate commerce committee when hear- 
ings were being held before it on the intrastate rate situation, 
told of the situation in Illinois, as viewed by the Illinois com- 
mission, resulting from the orders of the federal Commission. 
John E. Benton, general solicitor for the state commissions, 
will appear as a witness before the House committee. The 


state commissions probably will conclude their testimony some 
time next week. 


FEDERAL AND STATE CO-OPERATION 


The Trafic World Washington Bureau 


Arrangements for co-operation between the federal and the 
state commissions, such as the Supreme Court suggested in its 
opinion in the Wisconsin case, probably will be made shortly. 
A meeting is to be held March 17 between a committee repre- 
senting the Commission and one representing the state commis- 
sions in the conference room of the Commission. Suggestion 
for such a conference came from the Commission, in the form 
of a letter by Chairman McChord to Carl D. Jackson, president 
of the National Association of Railway and Utilities Commis- 
sioners. Three notes passed between Messrs. McChord and Jack- 
son, without any discussion, however, of the basis on which 
the co-operation could be arranged, that part of the matter being 
left for untrammelled discussion in the conference on St. 
Patrick’s Day. 


Informal discussions took place between some of the state 
commissioners and the federal officials before the Supreme Court 
handed down its opinion, on the theory held by Chairman Mc- 
Chord and a majority of his colleagues, that, no matter what the 
court might decide, there would be necessity of the most press- 
ing kind, for co-operation between state and federal bodies simply 
because it would not be humanly possible for the federal body 
to deal with every situation that would arise, and that, in the 
end the judgment of state bodies would have to be taken by 
the national commissioners as to the thing to be done. The 
decision, therefore, it has been pointed out by commissioners, 
was not the cause of the suggestion, although it afforded the 
opportunity to put into operation the plan that had been in 
mind even before the case was reargued. 


In his letter to President Jackson, Chairman McChord, March 
7, said: 


“The two final paragraphs of the recent opinion of the Su- 
preme Court of the United States in Railroad Commission of 
Wisconsin vs. C. B. & Q. R. R. Co., are as follows: 


It is said that our conclusion gives the Commission unified con- 
trol of interstate and intrastate commerce. It is only unified to the 
extent of maintaining’ efficient regulation of interstate commerce 
under the paramount power of Congress. It does not involve general 
regulation of intrastate commerce. Action of the Interstate Com- 
merce Commission in this regard should be directed to substantial 
disparity which operates as a real discrimination “against, and ob- 
struction to, interstate commerce, and must leave appropriate discre- 
tion to the state authorities to deal with the intrastate rates as 
between themselves on the general level which the Interstate Com- 
merce Commission has found to be fair to interstate commerce. 

It may well turn out that the effect of a general order in increas- 
ing all rates, like the one at bar, will, in particular localities, reduce 
income instead of increasing it, by discouraging patronage. Such 
cases would be within the saving clause of the order herein, and make 
proper, an application to the Interstate Commerce Commission for 
appropriate exception. So, too, in practice when the state commis- 
sions shall recognize their obligation to mantain a proportionate and 
equitable share of the income of the carriers from intrastate rates, 
conference between the Interstate Commerce Commission and the 
state commissions may dispense with the necessity for any rigid fed- 
eral order as to the intrastate rates, and leave to the state commis- 


sions power to deal with them and increase or reduce theim in their 
discretion. 


“In view of these declarations by the court and of the pro- 
visions of paragraph (3) of section 13 of the interstate com- 
merce act, we should be glad if a conference could be arranged 
in the near future between a committee representing your As- 
sociation and a committee representing this Commission. We 
could participate in such a conference, if it were held in Wash- 
ington, at any time during the Jatter part of this month after 
the fourteenth. 


“We wish in particular to consider what can appropriately 
be done in furtherance of the views expressed by the Supreme 
Court. 


“Will you be good enough to advise whether you deem such 
a conference advisable and, if so, what date would you suggest?” 
Answering Mr. McChord, Mr. Jackson said: 


I have received your courteous communication of the 7th_instant, 
referring to the decision of the Supreme Court of the United States in 
the Wisconsin case, and to the cooperative provisions of Section 13 of 
the Interstate Commerce Act, and requesting a conference with a 
committee of the National Association of Railway and Utilities Com- 
missioners with a view of carrying out the suggestions referred to. 

On behalf of the association I take pleasure in accepting your 
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in twenty hours 


Westbound 


Lv. New York 2.45 p.m. 
Lv. Boston 12.30 p. m. 
Ar. Chicago 9.45 a.m. 


Eastbound 


Lv. Chicago 12.40 p. m. 
Ar. Boston 12.00 Noon 
Ar. New York 9.40 a. m. 
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invitation and a committee will be appointed to confer with a com- 
mittee of the Interstate Commerce Commission. I would suggest the 


17th instant as the date of a conference, if this meets your con- 
venience. 


Chairman McChord, acting on Mr. Jackson’s acceptance, 
made provision for the conference in the following note: 


| have your favor of the 8th, suggesting the 17th instant as the 
date of the conference between a committee to be appointed by you to 
confer with a like committee of the Interstate Commerce Commission 
relative to the subject matter of my letter to you of the 7th, and your 
reply of this date. 

The date suggested by you is entirely satisfactory and the Com- 
mission will name its committee and I would suggest that we meet 


in our conference room on the date indicated at such hour as may 
suit your convenience, 


IMPAIRMENT OF I. C. C. CONTROL 


The Trafic World Washington Bureau 


It is believed by many of those who have considered the sec: 
tions of the Shipping Board’s subsidy bill contained in title VIII 
of the bill, as introduced by Senator Jones, of Washington 
(S_ 3217), and in the House by Representative Greene, of Massa- 
chusetts (H. R. 10644), if enacted into law, would destroy the 
Commission’s control over joint rail-and-water rates, free the 
ships on the Great Lakes from control by the Commission, de- 
stroy its power to direct carriers to establish proportional rates 
to and from ports, divest it of power to require the linking to- 
gether of rail and water carriers, and subject all import and 
export rates to the supervision and revision of the shipping 
board. All that would be done under pretense of bringing about 
a full co-ordination of the rail and water facilities through the 
creation of a joint board of experts from among the personnel 


of the Commission and the Board to “bring about such co-ordina- 
tion.” 


There would be co-ordination, it is believed, but the final con- 
trol would be either in the Shipping Board, or in the President 
of the United States, as the arbitrator, in the event of dispute 
between the two bodies. It is certain, however, that the Ship- 
ping Board would have a veto on the Commission and able to 
suspend any order it might make, which, in the opinion of the 
Board, affected foreign commerce of all kinds and certain inter- 
state commerce. 


That would come about through a construction Congress 
has been invited to place on section 19 of the Jones ship- 
ping law of 1920, amendment of which the Commission asked 
in its last annual report, so as to make it certain that it did 
not apply to the Commission. It was under that section that 
the Shipping Board, at what those who had been working on 
the export bill of lading considered the eleventh hour, caused 
temporary disruption of the plans to make the export bill opera- 
tive March 15, the day on which the domestic bill and live stock 
contract will become operative. The export bill will also become 
operative on that day because the Commission has not set aside 
its order, nor has the President exercised the power the Ship- 
ping Board contends has been conferred on him by section 19. 

To the end that those who know the powers of the Com- 
mission over rail-and-water carriage are, may know what the 
Board has proposed, the sections of title VIII are herewith 
reproduced: 


Section 801. That it is hereby declared to be the policy of Con- 
gress to coordinate fully and completely rail and water transportation, 
and the United States Shipping Board and the Interstate Commerce 
Commission are hereby authorized, empowered, and directed to take 
such steps as may be deemed proper and necessary to bring about 
such coordination. In pursuance of this policy, said government 
agencies are directed to create, from among their own personnel, a 
joint board to study rail and water traffic and conditions, their inter- 
relations and the principles and policies essential to bring about their 
more complete coordination. Said joint board shall formulate and 
recommend such rules and regulations, not inconsistent with existing 
law, relating to traffic between railroads and shipping lines, that it 
may deem proper and necessary to bring about such coordination. It 
shall be the duty of the United States Shipping Board and the Inter- 
state Commerce Commission to make effective, by joint or individual 
action as the case may require, such rules and regulations as they 
may respectively approve: Provided, That this shall not authorize the 
Commission to make any rule or regulation affecting shipping, and 
that all the provisions of Section 19 of the merchant marine act, 1920, 
shall continue in full force and effect with respect to the Commission. 

Section 802. That the ninth paragraph of Section 5 of the Inter- 
state commerce act is hereby amended by inserting at the end thereof 
the following: 

“Provided, That the provisions of this paragraph shall not apply 
in any case where such common carrier by water or such vessel is 
engaged exclusively in trade between any ports not included in the 
coastwise trade of the United States and not including trade upon the 
Great Lakes, but including trade between the United States and the 
Philippine Islands.’’ 

ection 803. That whenever any common carrier by water eh- 
gaged in interstate or foreign commerce shall enter into any agree- 
ment with any common carrier by land engaged in interstate or 
foreign commerce, each such carrier shall file immediately with the 
board a true copy, or, if oral, a true and complete memorandum, of 
every such agreement or modification, or cancellation thereof, to 
which it may be a party or conform in whole or in part, relating to 
the interchange of freight or passengers or the making of joint or 
through rates or providing warehousing, docking, or other terminal 
facilities, or providing that the one carrier shall act in any manner as 
agent or representative of the other carrier or in any manner pro- 
viding for a cooperative working arrangement between the two car- 
riers. The term ‘‘agreement” in this section includes understandings, 
conferences and other arrangements. 
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The board may by order disapprove, cancel or modify any agree- 
ment or any modification or cancellation thereof, whether or not 
previously approved by it, that it finds to be unjustly discriminatory 
or unfair as between carriers, shippers, exporters, importers, or ports 
or between exporters from the United States and their foreign com. 
petitors, or to operate to the detriment of the commerce of the United 
States, or to be in violation of law, or to be otherwise detrimental to 
the interest and welfare of the United States, and shall approve all 
other agreements, modifications, or cancellations. Agreements exist- 
ing at the time of the enactment of this act shall be lawful until dis- 
approved by the board. It shall be unlawful to carry out any agree- 
ment or any portion thereof disapproved by the board. All agree- 
ments, modifications or cancellations made after the enactment of this 
act shall be lawful only when and as long as approved by the board 
and before approval or after disapproval it shall be unlawful to carry 
out, in whole or in part, directly or indirectly, any such agreement. 
modification or cancellation. Whoever violates any provision of this 
section shall be liable to a penalty of $1,000 fo> each day such viola. 
tion continues, to be recovered by the United States in a civil action, 


The invitation to Congress to construe section 19 so as to 
give the Shipping Board veto power over the rules and regula- 
tions of the Commission in cases in which, in its opinion, they 
affect foreign commerce, is contained in the proviso to section 
801 specificially continuing it in full force and effect by saying 
the matter which preceeded it should not be construed to author. 
ize the Commission to make any rule or regulation affecting 
shipping (which might be construed as extending the control 
claimed by the Board to cover shipping on the great lakes and 
inland waterways), except under the terms of section 19. 

Section 803, however, is the one that divests the Commis. 
sion, it is believed, of much of its power over interstate com. 
merce by water when it has been or may be linked up with 
commerce carried by the rail lines. It makes every agreement 
between the rail and water carrier subject to control by the 
Board. That body, under the terms of the proposed legislation, 
might disapprove the agreements between the Great Lakes Tran- 
sit Corporation, for instance, and the railroads, with regard to 
division of joint rates, or any other phase of the business, which 
is now under the exclusive control of the Commission, in all in- 
stances where anything more than port to port business in 
involved. The word, “agreement,” under the terms of the pro- 
posed legislation, would mean any kind of arrangement or under- 
standing. Inasmuch as all joint rates are filed, even when 
ordered by the Commission, in accordance with an agreement 
between the carriers, the proposed legislation would subject 
them, it has been suggested, to the approval of the Board. Mere 
disapproval by the Shipping Board, without hearing, appar- 
ently, would serve to abrogate the elaborate co-ordination ar- 
rangements the Commission has been making in the dozen years 
since it began having anything to do with such joint arrange 
ments. 

The fact that the proposed law says the two bodies shall 
create a joint body of experts, it is believed, would mean nothing 
in the way checking the power of the Board over the work of 
the Commission, under the’terms of section 19, construed and 
endorsed in the form in which the endorsement is proposed in 
the bill prepared by the Shipping Board. 

The Board, in its summary of the provisions of the bill, laid 
no emphasis on the provisions, which, in the estimation of men 
familiar with the work of the Commission, would deprive the 
only exclusively regulating body of an exceedingly important 
part of its powers. It emphasized the co-operation and co-ordina- 
tion part of the scheme, as shown in the Traffic World, March 
4, p. 484, first column. 


EXPORT BILL OF LADING 


The Trafic World Washington Bureau 


A tentative agreement, respecting the export bill of lading 
prescribed by the Commission and challenged by the United 
States Shipping Board, was reached at a conference of rep 
resentatives of the Shipping Board, American steamship lines 
not under the control of that body, shippers and the railroads, 
March 4, which will have the effect of putting off the issue be 
tween the Commission and the board as to the meaning of sec 
tion 19 of the Jones shipping law of 1920. Under that section 
the board claims the right and power to call upon the Commis- 
sion to set aside any rule or regulation prescribed by it affecting 
foreign commerce which, in the judgment of the board, should be 
eliminated. The Commission does not admit the power of the 
board. In its last annual report it asked Congress so to amend 
that section as to make it certain and definite that the board 
had no such power over the work of the Commission. 

Under the tentative agreement the commissioners who sal 
in the conference, Chairman McChord and Messrs. Hall and 
Potter, were to recommend to their colleagues a modification 
of their order so that the form of export bill, prescribed, to be 
made effective March 15, would remain in effect only foul 
months from that date, and then be superseded as to the 
points raised by the Shipping Board, by the language agreed 
upon in the conference. ; 

The whole of the morning session was devoted to more 0 
less formal discussion of the issues raised by the board, with 
out reference, however, to the question of power. Then Com: 
missioner Hall observed that there seemed to be no real dis® 
greement between the shippers and the representatives of the 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 

General Agents: Hamburg-American Line 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 




























































American-Hawaiian S. S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 
8.8. PENNSYLVANIAN ...... Mar. 11 Mar. 18 Mar. 16 
is EE ncccccesee ecveces i seesaw Mar. 23 
Rw. Mar. 25 Apr. 1 Mar. 30 
eee " 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 

U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 

nightly Sailings 


General Transfer and Storage Business 


Joint Services with 
Hamburg-American Line 
To Hamburg 
NEW YORK TO HAMBURG 
. *MOUNT CARROLL 


| 


Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


a “Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


See eee eee ere reese eeeseseseee 


Cee eee ee Bere eeeseeseeeeseseseseeseeees 


‘8. *MOUNT CLINTON 
.S. }+WUERTTEMBERG 
> #BAYERN 


eee eee eee eee eee eee eeeeeeeeee 





*Carries third-class passengers. 
¢$Via Bremen Cabin and third-class passengers. 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 
8.8. OREGONIAN (via Baltimore) .................+++ 


BOSTON TO BREMEN AND HAMBURG 
S.S. THEMISTO (via Baltimore and Norfolk) 


BALTIMORE TO BREMEN AND HAMBURG 




































S.S. HAWAIIAN (via Norfolk and New York) ........ Mar. 13 
' \ ILLIAMS LINE S.S. THEMISTO (via Norfolk) ..........--++.s+eeeees Mar. 30 


8.8. CALLISTO 


ee 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


S.S. HAWAIIAN (via New York) 
ee UD | oice sso ws oniessinieieise oe ssweeew eee 


NEW ORLEANS TO BREMEN AND HAMBURG 


i seen ciwintenwvw. Sess ohiok wid oe-siereteure Early March 
By WI oni kwinsntindcceeneeceessceees Mid-April 


Through bills of lading SF eg +4 * issued to all Scandinavian 


















BETWEEN 


New York, Philadelphia, Baltimore 












Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
me California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 






NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, baya 


















8.8. WEST MAHOMET 
Leading Pier 21, Pouch Terminal, Clifton, 8. I. 


NEW YORK TO NORTH AFRICA AND LEVANT 
Tunis, Malta, Alexandria and Syrian Coast Ports 
8.8. WEST MAHOMET 


Leading Pier 21, Pouch Terminal, Clifton, 8. L 


General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1026 


WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES 

Boston, 40 Central Street 
Philadelphia, Bourse Bldg. Phone Lombard 7050 
Pittsburgh, Oliver Bldg. Phone Grant 7431-2 

GENERAL PACIFIC COAST AGENTS 

Williams, Dimond & Co., 310 Sansome St., San Francisco 






























For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


15 Moore Street, New York 
Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 



























Phone Congress 3084 





















552 THE TRAFFIC WORLD 


Shipping Board. He suggested an informal conference of 
representatives of the board, the National Industrial Traffic 
League and Roscoe H. Hupper, attorney for American steamship 
lines. In accordance with that suggestion parties to the con- 
troversy discussed the matter informally for two hours and then 
announced an agreement which is as follows: 


I 


Renumber paragraph 3 as paragraph 3 (a), and change $100 to 
read $250. - 


Add a new paragraph numbered 3 (b), to read: , 

‘“‘Notice of loss, damage, or delay must be given in writing to the 
carrier receiving the goods for transportation between Port A and 
Port B within 30 days after the removal of the goods from the custody 
of such carrier, or, in case of failure to make delivery, within 30 days 
after the goods should have been delivered, provided, that if such 
loss or damage is apparent at the time of the removal of the goods 
from the custody of the carrier, the notice of loss, damage, or delay 
must be given before the goods are so removed, in which case nota- 
tion of the loss or damage made on the receipt given to the carrier 
for the goods shall constitute the notice herein required. Written 
claim must be filed with such carrier within nine months after giving 
the aforesaid written notice. Unless such notice is given and claim 
filed as above provided, the carrier shall not be liable. No suit to 
recover for such loss, damage, or delay shall be maintained unless 


instituted within one year after the giving of the written notice first 
above provided.’”’ , 
RET. 


Add a new paragraph numbered 3 (c), to read: 
“The carrier shall not be entitled to the benefit of any insurance 


that may have been effected by the shipper upon the goods shipped 
thereunder.”’ 7 
IV. 


Substitute the following paragraph 14 for the present paragraph 
14 of the export bill of lading: 


__,_ The property covered by this bill of lading is subject to all con- 
ditions expressed in the regular form of port bill of lading in use by 
the steamship company on the date of execution of this document and 
on file, in accordance with the rules and regulations of the United 
States Shipping Board and/or the Interstate Commerce Commission, 
but if any of such conditions are in conflict with conditions 1-15 of 
Part II of this bill of lading, the latter conditions shall control.” 

In a report on further hearing on No. 4844, the Commission 
has modified its report and order respecting the export bill of 
lading in accordance with the tentative agreement reached 
March 4. Under that agreement the bill, as prescribed in the 
original order, will become effective March 15 and remain in 
use until July 15, when the bill as modified at the March 4 
conference will displace it. 


NO OCEAN RATE WAR 


The Trafic World Washington Bureau 

The threatened ocean freight rate war in the north Atlantic 
trades occasioned by the withdrawal of the United American 
Lines from the North Atlantic Continental Conference will 
not materialize as the result of an agreement reached at New 
York, March 8, at a meeting presided over by W. J. Love, vice- 
president of the Emergency Fleet Corporation in charge of 
traffic. After a long conference on that date, the United Amer- 
ican Lines agreed to return to the rate conference. It was 
said that freight rates would be restored to the level which 
‘obtained before the withdrawal of the United American Lines 
last week. Mr. Love expected to remain in New York several 
days to work out the details of the re-establishment of the 
conference. The conference will be reorganized on a somewhat 
different basis than formerly, Mr. Love said, so that instead of 
one body controlling rates to French, German, Belgian and 
Dutch ports, the French lines would remain separate and that, 
further, the German lines may be set apart from the Belgian 
and Dutch. It is believed this arrangement would simplify the 
rate problems which confront the conference from time to time. 
The United American Lines withdrew from the rate con- 
ference because of a disagreement as to rates on provisions. 


SHIP SUBSIDY LEGISLATION 


The Trafic World Washington Bureau 


The National Merchant Marine Association, in resolutions 
adopted at the closing session of its convention this week, ap- 
proved the recommendations of President Harding to Congress 
‘on ship subsidy legislation. The resolutions were submitted to 
President Harding by a delegation representing the association. 

Sale of Shipping Board vessels to private owners as soon 
as possible also was urged in the resolutions. The association 
also declared in favor of trade routes established by the board 
being maintained. Shipping Board vessels should be repaired 
and reconditioned in private shipyards rather than government 
Navy yards, the association stated in the resolutions. 

Approval also was given to the President’s recommendation 
that seagoing officers and men of the merchant marine be en- 
rolled in a naval reserve. 

Before President Harding left March 8 for a short vacation 
in Florida it was said at the White House officially that he 
expected the ship subsidy bill to pass Congress. The President 
was said to believe that the country and Congress are back of 
the bill. It was said further that no opposition to the ship 
subsidy program had been communicated to the President. 
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POWELL EXPLAINS BOARD FINANCES 


The Shipping Board has liquidated $20,373,000 of its assets, 
It has reduced its personnel by 3,302, saving $5,290,000 on pay- 
rolls. $1,324,000 on caretakers reduced its operating costs by 
$900,000 a month, reduced its insurance, repair, voyage and lay-up 
costs materially as well as its general administrative expenses in 
the past six months. President Joseph W. Powell, of the Emerg- 
gency Fleet Corporation, on the eve of his retirement from active 
service March 3, made the announcements. 

For the first time the voyage expenses appear to be going 
from the loss side of the ledgers and in February it is expected 
the revenues will be larger than the expenses, he said. 

Detailing the progress made in liquidation since his assump- 
tion of office last August, Powell said that on laid-up ships, 
which had increased from :-950 to 1,278, a saving of $1,324,000 
had been made; ships sold for $5,000,000, houses for $6,073,000, 
surplus materials for $5,000,000, and securities and mortgages 
for $4,300,000, a total gain of over $20,000,000. 

Operation of ships for voyage expenses were reduced, he 
said, from $1,896,000 in July, 1921, to $934,000 in January, 1922. 
Repairs and betterments costing $1,467,000 last July cost only 
$950,000 in January, even though thirty ships were broken 
out and repaired for the Russian grain. Insurance on ships, 
Powell said, had dropped from $578,000 in July to $416,000 in 
January, while expenses for lay-up fell off $139,000 during the 
six months. Administrative expenditures during the past month 
had dropped from $806,000 to $678,000, he said. Total expenses 
in December were $4,137,000 and for January were $3,445,000, 
a saving of $692,000. 

One commission for the Shipping Board still remains for 
Powell to execute, the survey of the thirty former German ships 
for the board, most of which are now docked in Philadelphia. 
With a staff of experts he will soon examine these vessels to 
determine which should appear to be advisable for the board to 
recondition with a view to offering them for sale. Those that 
are no good will be weeded out and on those found to warrant 
reconditioning estimates will be required for their refitting. 

Announcement was made that the contracts with pioneer 
purchasers of Shipping Board dry docks were all canceled. 
Contracts, or the docks themselves, will soon be advertised for 
sale to the original holders of the contracts. These docks cost 
an average of $900,000 each, but will not bring more than $350,- 
000 today, it was estimated. All are 10,000-ton docks on the 
Atlantic and Gulf coasts, some of them being at Bethlehem, 
Norfolk, New Orleans, New York, Perth Amboy, Mobile, Gal- 
veston, Jacksonville and Weehawken, 


In a letter to Representative Wood, Mr. Powell corrected 
a misapprehension, as he said, of newspaper reporters with 
whom he had been speaking, the misapprehension, he said, 
taking the form of assertion that the Board’s ships were earning 


a net income of $100,000 a month. They are not. In his letter, 
he said. 


The reporters completely misunderstood me, for the article as it 
appeared would make it seem that the operations of the Fleet Cor- 
poration showed a profit of $100,000 for the month of February, 
whereas a deficit in operations had been the case theretofore. As a 
matter of fact, all I meant to convey was that we had sent operators 
$100,000 less in cash during the month than they had paid us, and this 
merely referred to the manner in which we were husbanding our cash 
and keeping careful check on the outlays by operators, not permitting 
them to keep swollen balances in trust funds. This very thing has 
happened often before, and has no relation to the operating showing 
of the month. As a matter of fact, as both Mr. Lasker and I repeat- 
edly testified before your appropriations subcommittee, the Shipping 
Board is losing between $3,000,000 and $4,000,000 per month. Regardless 
of bettering conditions which now exist in freights, the loss of the 
Shipping Board for some time to come will continue constant at the 
approximate $4,000,000 figure, because vast sums are being paid out 
at the present time for insurance due from the past, of which we knew 
nothing until within the last two weeks. Yesterday Mr. Lasker paid 
out $2,000,000 for P. & I. insurance due from prior periods to the 
present board’s incumbency, of which no record existed and of which 
no knowledge came to the Board until two weeks ago. Also, during 
the period between August and January, when freights were scarce 
and rates soft, very little work was done on the tied-up fleet, because 
Mr. Lasker desired to husband the cash resources of the Shipping 
Board so as to come within the limitations of appropriations. It is 
for that reason that the expenditures on the tied-up fleet, referred to 
in the article attached, were so low, operating as we were a lesser 
number of ships than we had been, and having taken out at first the 
best ships. : 

From now on there will be comparatively large expense in repairs 
in further ships we take out of tie-up and in putting necessary recon- 
ditioning into some of the tied-up ships. All this was deferred during 
the period when voyage losses were so great; but, now that conditions 
are better and voyage losses will be lessened, repairs to the tied-up 
fleet can no longer be deferred. For this reason the loss will be con- 
stant at around $4,000,000 a month, as testified to by Mr. Lasker and 
myself. In other words, during those periods when voyage losses are 
great, we cannot do necessary repairs to the tied-up fleet. Whenever 
we get relief from voyage losses, the tie-up fleet is repaired. So that 
according to this policy of Mr. Lasker’s, the Fleet Corporation will 
keep within appropriations, keep trade routes going, and keep its tied- 
up fleet in condition. : 

Permit me further to call to your attention that while it is true as 
the article states, that we have liquidated some $20,000,000 worth of 
assets since the new Board came into office, only $7,045,490 has been 
collected on same, of which $1,500,000 came in last week. The balance 
of the moneys on liquidated items are due, either in part before July 
first next to extend over long periods. A careful estimate made yes- 
terday, which was submitted to me last night, would inidcate that the 
amount that we can surely count upon to be realized in cash from 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 
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HOUSTON 





Houston’s wharves are busy. 
Take January as an example. 
63 arrivals and departures. 
+ Where were they to and from? 
ENGLAND MEXICO 
GERMANY PACIFIC COAST 
WEST INDIES . 


They handled 145,848 tons of freight. 
The Port of Houston is the distributing center of the Southwest. 
Sixteen rail routes radiate from Houston and its Port. 




















’ 

The Houston Ship Channel is fifty miles long and has a present 
depth of thirty feet for twenty-five miles, twenty-five feet for remainder 
of distance with a bottom width of 110 to 250 feet. Work is now in 
progress to increase it to a depth of thirty feet and bottom width of 
160 to 260 feet full length. The United States Government and the 
people of Houston have already appropriated the sum of $10,000,000.00 
toward the construction of this waterway and the present work will 
require a million more. 

The City of Houston has expended the sum of $3,017,000.00 for 
the construction of docks, warehouses and Municipal Railway to serve 
the port. There are forty-five industries located on this waterway, 
representing an investment in physical properties of $35,000,000.00 and 
employing 6,000 persons. There are fourteen oil refineries located on 
the Channel, those already in operation being fed by pipe lines from 
Texas, Oklahoma and Louisiana Oil Fields. 

Mr. Traffic man, could not Houston serve your business? 
Piscesee- ° 
Why not investigate? tte te 


DIRECTOR OF THE PORT, City Hall, Houston, Texae 
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liquidation between now and July first, will be approximately $25,000,- 
00, as stated in our testimony before your committee. There is a vast 
difference between cash received from liquidation before July first and 
——— of goods liquidated, which are sold for part cash and part on 
ong time. 


LIVE STOCK FOR SPAIN VIA MOBILE 


A movement of horses and mules for Barcelona, Spain, 
through the port of Mobile is to be made in the S.S. “Atlanter 
Havet” handled by Page & Jones. There has been a movement 
of horses and mules from this country to Barcelona but this is 
the first shipment through the port of Mobile. The stock is 
being bought at St. Louis and vicinity and the fodder for the 
animals is also coming from the St. Louis territory. 


RAILROAD-STEAMSHIP CONTRACTS 


President H. E. Byram, of the Chicago, Milwaukee & St. 
Paul, commenting on the order of the Shipping Board that his 
line and the Great Northern abrogate agreements with Japanese 
steamship lines, said that, although the inclination of the St. 
Paul road was to disregard the order, the board did not require 
an answer until July 1. 

“More than three months intervene between now and the 
date set for an answer,” he said. “That is plenty of time in 
which to consider the situation at length. We shall make no 
announcement until shortly before that date.”. 





Personal Notes 


George W. Cole, formerly with the traffic department of 
the Lehigh Portland Cement Co., at Chicago, has been ap- 
pointed traffic manager for the Sandusky Cement Co., at Cleve- 
land. 

Frank H. Standifer has been appointed general agent for 
the Louisville & Nashville, at Sheffield, Ala. ‘ 

George W. Oliver, railroad analyst, has become affiliated 
with Arthur Anderson & Co., certified public accountants, Chi- 
cago. He will have charge of their railroad department. 

W. T. Hudson has been appointed manager of the newly 
organized traffic bureau of the Credit Clearing House, at New 
York. 

J. K. More, formerly associated with the Corporation Com- 
mission of Oklahoma, has been elected secretary-manager of the 
Oklahoma Traffic Association, Oklahoma City, succeeding H. D. 
Driscoll, who resigned to enter the practice of law, at Okla- 
homa City. 

C. H. Easum, -traffic manager for the Mississippi Lime & 
Material Co., formerly with the Illinois Central, died at his 
home in Alton, IIl., March 3. 

W. M. Penick has been appointed assistant general freight 
agent for the Illinois Central, northern and western lines, at 
Chicago. . 

William Haywood has been appointed general freight agent 
for the Illinois Central, Yazoo & Mississippi Valley and Chicago, 
Memphis & Gulf railroads, at Chicago. 

E. W. Owen has been appointed traffic manager for the south- 
ern Cypress Manufacturers’ Association, at New Orleans, suc- 
ceeding E. W. McKay, who was promoted to secretary-manager. 

H. R. Myers has been appointed traveling freight and pas- 
senger agent for the Illinois Central, at Jackson, Tenn., suc- 
ceeding O. F. Redd, who has been transferred to Baton Rouge; 
La. 


DOINGS OF THE TRAFFIC CLUBS 


A moving picture entitled “The Lost Million,” illustrating 
waste resulting from improper packing and handling of freight, 
was shown to the members of the Traffic Club of Chicago and 
the Chicago Shippers’ Conference Association, March 7. T. A. 
Ward, of New York, made a short talk. The annual election 
of officers of the Traffic Club of Chicago will take place March 
28. J. A. Brough, traffic manager for the Crane Company, has 
been nominated for president. 








William Sproule, president of the Southern Pacific System, 
will speak on the subject of “The Present Phenomena of High 
Costs,” before the Pacific Traffic Association, March 7, at the 
Commercial Club, San Francisco. W. R. Alberger, vice-presi- 
dent and general manager of the San Francisco & Oakland Term- 
inal Railroad, will speak on “Goat Island as a Railroad Terminal, 
and Some Interesting Facts on Street Railroading.” 





Captain St. Clair Streett, of the Aviation Corps, U. S. Army, 
gave an interesting lecture on aviation, accompanied by motion 
pictures, before the York, Pennsylvania, Traffic Club, at the high 
school auditorium, March 9. 





John S. Fisher, commissioner of banking, Pennsylvania, and 
Lafayette P. Temple, of Baltimore, were the speakers at the in- 


THE TRAFFIC WORLD 


Vol. XXIX, No. 10 





augural meeting of the Traffic Club of Philadelphia, held at the 
Bellevue-Stratford Hotel, March 13. 





R. A. Davis has been elected secretary of the Railway Traffic 
Club, of Springfield, Ill., succeeding M. C. Lauterbach. 





The Philatra Traffic Association of Philadelphia, an organi- 
zation composed of traffic managers and directors, has elected 
the following officers: President, C. J. McGinty; vice-president, 
William C. Ewing; secretaries, J. J. Coburn, Jr., and C. J. Ras- 
bold; financial secretary, E. Schneeweiss; representatives, D. W. 
Seitzinger, George Wolf, J. A. Fulton, C. H. Wolf, and George 
Dallison. 

Frank T. Riley, freight agent for the Michigan Central, has 
been elected president of a new traffic organization, founded in 
Jackson, Michigan, March 6, to be known as the Jackson Trans- 
portation Club. Other officers are as follows: vice-president, J. 
J. Lynch, traffic manager, Hayes Wheel Co.; secretary, J. C. 
Graham, traffic manager, Chamber of Commerce; treasurer, W. 
R. Klien, chief clerk, Michigan Central; directors, G. B. Hunt, 
general freight & passenger agent, Michigan United Railways Co.; 
Warren Zerby, traffic manager, Earl Motors, Inc.; M. S. Hatch, 
ticked agent, Michigan Central. The new club has 75 members. 





R. S. Binkerd, assistant to the chairman of the Association 
of Railway Executives, was the speaker at the open forum 
meeting of the Traffic Club of the Cincinnati Chamber of Com- 
merce, held at the Sinton Hotel, March 10. His subject was, 
“Bringing the Railroad Situation Back to Normal.” 

The following officers were elected by the Transportation 
Club of Peoria at its annual meeting, held at the Jefferson 
Hotel, February 28: President, G. I. Sweney; vice-presidents, 
N. M. Love and O. F. Becker; secretary-treasurer, O. B. Eddy; 
directors, G. A. Smith, B. C. Fitton, E. M. Jones, F. B. Martin, 
J. F. Hobin. 





COMMISSION ORDERS 


The Commercial Traffic Managers of Philadelphia were per- 
mitted to intervene in No. 6606, supplemental application of 
Southern Pacific Company, under the provisions of section 5 of 
the act to regulate commerce as amended by the Panama Canal 
act, in connection with its ownership of Atlantic Steamship 
Lines. 


The New Orleans Joint Traffic Bureau was permitted to 
intervene in No. 13410, Texas Chamber of Commerce et al. Vs. 
Abilene & ‘Southern et al. 


The Commission has amended its order, entered July 25, 
1921, in No. 9922, Lake Charles Rice Milling Co. vs. Abilene & 
Northern et al., by changing the tenth paragraph to read as 
follows: 


It is further ordered, That said defendants, according as they par- 
ticipate in the transportation, be, and they are hereby, notified and 
required to establish, on or before November 15, 1921, upon notice to 
this Commission, and to the general public by not less than 30 days’ 
filing and posting in the manner prescribed in section 6 of the inter- 
state commerce act, and thereafter to maintain and apply to the 
transportation of rice bran, in carloads, from Lake Charles, La., to 
points in Texas, rates which do not exceed by more than 4 cents the 
contemporaneous rates from Orange, Tex., to the same destinations, 
increased as authorized in Increased Rates, 1920, 58 I. C. C., 220. 


The Omaha Hay Exchange has been permitted to intervene 
in No. 13237, Kansas City Hay Dealers’ Association vs. A. T. & S. 
F. et al. 


Upon petition to the Commission, the Western Stoneware 
Company has received permission to intervene in No. 13277, 
American Clay Products Co. vs. P. R. R. et al. 


The Little Rock Grain Exchange was permitted to intervene 
in No. 13406, Corporation Commission of Oklahoma vs. Arkansas 
Railroad et al. 


The complaint in No. 12158, Frye & Co. vs. Great Northern 
et al., has been amended by making the Southern Pacific Com- 
pany an additional party defendant. 


The Commission has denied defendants’ petition for rehear- 
ing in I. and S. No. 1303, rates to, from and between points 
south of the Ohio River, including the Mississippi Valley, re 
lating to the portion of the Commission’s report in Part I of 
that proceeding, 64 I. C. C. 107, 134, which read as follows: 


The present first class rate from New York to St. Louis is $1.84. 
Applying the proposed differential on first class from New York ove! 
the $2 rate approved from Virginia cities to Memphis will result in a 
rate of $2.25 from New York to Memphis. The disparity on other 
classes will be relatively greater. Where a proportionately greate! 
spread, Memphis over St. Louis, than herein found proper on. - 
class will result because of a disparity in percentage relationship 0 
the classes, and where reasonable necessity therefor exists carloas 
commodity rates should be established from eastern territory an 
Virginia cities to the Memphis group in harmony with the rates from 
the same points to St. Louis, on the same commodities, whether the 
latter are commodity or class rates. Similar adjustments should be 
made to the other Mississippi Valley groups. 
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ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 


MUSKOGEE, OKLA. 


Reduce Damage Claims 


by nailing your boxes and crates right. Use nails of the 

right size, spaced to suit the kind and thickness of wood 

used. Our pamphlet on nailing tells you how. It is free. 
rite for it. 

National Association of Box Manufacturers 

1553 Conway Building, Chicago 













Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 





Transcontinental Rates to Pacific Coast Ports and 








Ocean Rates to Far East Reduced NEW YORK LOS ANGELES 
Write as for particulars PHILADELPHIA (San Pedro Dist.) 
Aetna Service Company, <2 pty poe tng al Forwarding Agents BALTIMORE d SAN FRANCISCO 
Suite 1201, 14 East Jackson Boulevard, Chicago NORFOLK an O AKLAND 
Agents Throughout the World. Phone Harrison 1048 
New York Boston Philadelphia Baltimore New Orleans Seattle San Francis 7 AV ANN AH PORTLAND 
JACKSONVILLE SEATTLE 






DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 
Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 8. Third St. 42 Broadway 







































































1537 Oliver ‘Baildi 248 The Area 
° e e ° e ver ng e cade 
We Specialize on Distribution and Storage Sumeeis, tn, Oakland, Cal. 
of Merchandise of All Kinds ——— — Mo = Bldg. re eo 
‘eles, o nd, re. 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 427 Ven luge Bldg. 601 Title & Trust Bldg. 







We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


1408 L. C. Smith Bidg., Seattle, Wash. 
Room 495 Ellicott Sq. Bldg., Buffalo, N. Y. 


FREIGHT RATES For SHIPPERS 


From points in the Eastern Seaboard, Central 
Ai Rit SERV 7 and Middle Western Territories to ‘Stations 
West of the Mississippi River, also Wisconsin, 
Illinois, Indiana, Ohio and Michigan, as well 
as East Bound Class Rates from Western 


W. J. HARTMAN, Pusuisnes Basing Points to Stations East of the Indiana- 


732 FEDERAL ST. Illinois State Line. se 
CHICAGO, U. S. A. A reproduction of the Class and Commodity 


Freight Rates, issued in loose leaf form with 
a monthly distribution of revised pages. 





A RECORD OF RATES THAT EVERY TRAFFIC DEPARTMENT NEEDS 


S——eaoaaes=_=—ae—uag>]c[=S{[qK@R={q[RnapmanananDaa=e=a=S_ EESSEEPSS—E 


This Publication will be sent to you for inspection without 
cost or obligation if we are given the privilege. 
















































Questions and Answers | 


In this d will be answered questions of both legal and 
cal nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tr tion of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
lems. We do not desire to take the place of the traffic man but to 
ip him in his work. desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private service by the payment of a reasonable fee. The right is re 
served to refuse to answer in this department any question legal or 

traffic, that it may appear to us unwise to answer or that involves a f 

situation too complex for the kind of investigation herein contemplat-d f 


Address Questions and Answers Department, \ 
Traffic Gervice Corporation, Colorado Building, Washington, D C \ 
( 
Damages—Measure of—Market Value at Time of Arrival and 

Not at Subsequent Date Covers Liability of Carrier for 

Injury to Goods : 

Kentucky.—Question: A purchased two hundred pounds of 
leather from B; A is the manufacturer and B is the wholesaler. 
The transportation company accepted for shipment the two hun- 
dred pounds of leather, but failed to deliver to B the entire 
shipment. B filed claim for the shortage based on a price of 
$1.25 per pound, whereas the leather was sold to him by A at 
$1 per pound. The records of B do not show that he had a 
sale of any part of the leather at the time the shipment was 
partly delivered or within three weeks thereafter. However, 
three weeks from the date part of the shipment was received 
B sold 40 pounds of leather at $1.25 .per pound. Should the 
carrier pay for the leather on the price of the leather which 
was sold three weeks from the date it was delivered to the 
wholesaler or should it be based on the invoice price at point of 
origin? 

Answer: The market price at time of delivery and not 
that several weeks subsequent thereto, if settlement is to be 
made on that basis, will govern the liability of the carrier. 
Wabash R. Co. vs. Campbell, 76 N. E. (Ill.), 1 Hendrick vs. 
Boston, etc., R. C., 48 N. E. 835 (Mass.); International, etc., R. 
Co. vs. Young, 72 S. W. 68 (Tex.); Cleveland, ete., R. Co. vs. 
Patton, 67 N. E. 804 (Ill.), and Missouri, etc., R. Co. vs. Mulkey, 
159 S. W. 111 (Tex.). 

In the absence of a market price the amount of recovery 
is the fair and reasonable value of the goods at destination at 
time of arrival, which may be approximated by using the invoice 
price, plus freight charges. 


= 








Liability of Carrier for Injury to Goods in Transit 

Wisconsin.—Question: On April 10 we billed out a car of 
malt consigned to a brewery at Philadelphia, routed via the 
C. M. & St. P.-E. J. & E-B. & O.-P. & R., and were given a clear 
receipt from the railroad company. It seems that this car left 
Milwaukee on the night of April 10 and arrived at Roundout, 
which is the junction between the E. J. & E. and St. Paul, and 
laid at Roundout up to May 30. If you will recall, this was 
the time that the switchmen’s strike began. The Milwaukee 
road claimed that the E. J. & E. would not accept the car from 
the St. Paul road during this time on account of an embargo 
placed by the B. & O. on the E. J. & E. While this car was at 
Roundout a leak started in the roof of the car, causing the 
rain to come in and damage the contents of the car. On May 
30 the car was turned over to the E. J. & E., who turned same 
over to the B. & O. on June 2. It was in the hands of the 
B. & O. from June 2 to June 11, who then turned it over to the 
P. & R. on the 11th, who delivered it to Philadelphia on June 25. 
When the car arrived at Philadelphia the malt was in a damaged 
condition and consignees refused to accept same, not being 
able to use this damaged malt. The P. & R. Railroad sold out the 
car at public auction and some time later forwarded us the 
proceeds. We filed claim on the Milwaukee road for the dif- 
ference between the proceeds and the value of the car at the 
time it was shipped, which amounts to about eleven some odd 
hundred dollars. 

The Milwaukee road claims that, inasmuch as this strike 
could not be avoided on the part of their service, they would not 
be liable for this damage. We, however, have definite informa- 
tion that malt shipped by us at this time and also several weeks 
later, was handled by the Milwaukee road via the same road and 
same destination and arrived at Philadelphia before this partic- 
ular car. We would like to have your viewpoint on the above. 

Answer: Ordinarily, a strike, unless of such character as 
to be beyond the control of the civil authorities, will not excuse 
a carrier from liability for delay to freight. The strike in ques- 
tion not being such, the carrier is therefore liable for any dam- 
ages resulting from delay to the shipment. Apparently, how- 
ever, the cause of shipper’s loss was the injury to the contents 
of the car which resulted from the leak which developed in the 
roof of the car, for which the carrier is liable in damages to the 
shipper. 

Claim—Notice of, for Conversion of Shipment 

Pennsylvania.—Question: In May, 1918, A shipped goods 
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to B on an order bill of lading. The sight draft and origina] 
bill of lading were forwarded to a bank in the city in which B 
was located, but same was not lifted by B. The railroad com- 
pany delivered the goods to B without instructions from ship. 
per and while the bill of lading was outstanding. B was de. 
clared a bankrupt and A received 30 cents on the dollar. In 
August, 1921, A filed a claim against the railroad company for 
the balance of 70 cents. The question is whether under the 
conditions outlined above A can recover because of the lapse 
in time from the date goods were shipped to the date claim 
was filed. Claims for loss, damage, delay or failure of delivery, 
according to conditions on bill of lading must be filed within 
six months, but the writer is of the opinion that this particular 
case does not come under this clause. 

Answer: Your claim against the carrier is one for conver- 
sion of the goods in question, by reason of the carrier having 
delivered goods shipped on an order bill of lading without re- 
quiring the surrender of the bill of lading. Apparently claims 
of this nature do not come within the exception in paragraph 2 
of section 2 of the bill of lading and therefore a suit at this 
time is barred. See Georgia, etc., R. Co. vs. Blish Milling Co, 
241 U. S. 190. for a discussion of the requirement for notice of 


claim in the bill of lading and particulafly as applied to a case 
of conversion. 


Routing—Carrier Liable for Misroute in Not Turning Shipment 
Over to Intermediate Carrier Where Lines Shown in Bill of 
Lading Form Through Route 


Texas.—Question: On a bill of lading on which the shipper 
designates the lines over which the shipment is to move, with- 
out specifying the junctions and where the lines specified form 
a continuous route from origin to destination, are the carriers 
obligated to allow only the lines specified to participate in the 
haul or are they obligated to route the shipment by the cheapest 
route which will permit of each of the specified carriers par- 
ticipating, but will cause shipment to move over another line 
or lines not specified? 

The specific instance at hand is a shipment from New York 
to Dallas, Tex., on which the bill of lading specified Lehigh 
Valley, Wabash, M. K. & T. and upon which it is desired to 
apply the rate through Memphis, which is lower than the rate 
through St. Louis. In order that this may be done, however, 
it is necessary that a line must haul the shipment from some 
junction of the Wabash to Memphis and another transport it 
from Memphis to some junction on the M. K. & T. 

Please cite any decisions of the Commission that may touch 
on this case. 

Answer: The Commission has held in several cases that a 
carrier is not guilty of misroute in not turning a shipment over 
to a third and intervening carrier, when the shipper specifies 
routing via a carrier which in connection with the initial carrier 
form a through route from origin to destination. See McCaull- 
Dinsmore Co. vs. C. B. & Q., 48 I. C. C. 508, and Stebbins vs. 
DL & W., 42 £ C.-C. 156. 


(1) 


Interest on Overcharges; (2) Interest on Loss and Damage 
Claims 


Kansas.—Question: A matter that has always been some- 
what vague to us is the charging of interest to a carrier on 
delayed payment of freight claims. 

First, on straight overcharge claims: Do not the various 
rulings say, that 30 days represents a reasonable length of time 
for investigation and payment of claims of this nature, and that 
interest is chargeable when held beyond that time? 

Second, claims against carrier when shipper’s order con- 
signment is delivered to consignee without taking up shipper's 
order lading; consignment is delivered to consignee at destina- 
tion without carrier taking up shipper’s order lading, accepting 
consignee’s bond from a bonding company in lieu thereof. How- 
ever. before consignee takes up draft at the bank to surrender 
the lading to the carrier in cancellation of the bond, he fails 
in business. Shipper then files claim against carrier for full 
amount of invoice, plus interest from the time shipment was 
delivered to the date his claim is filed, and allowing carrier 30 
days in figuring interest as reasonable length of time in which 
draft should have been taken up at the bank. Is shipper also 
allowed additional interest if their claim is not paid within 30 
days after filing? 

Answer: (1) Conference Ruling 489 of the Interstate Com- 
merece Commission and cases cited therein express the opinion 
of the Commission with respect to interest on overcharges. 

(2) As to interest on loss and damage claims, in fairness 
to a shipper a carrier should pay interest where he withholds 
for a considerable length of time the payment of a just — 
However, as it is only through suit that a shipper may collec 
such a claim, if the carrier will not voluntarily make payment, © 
interest may only be collected through suit, if a carrier Pr 
not voluntarily allow it, and the recovery thereof is depen mei 
upon the decisions of the courts and statutory provisions of t 
several states. 


Shipper Liable for Error in Marking L. C. L. Shipments 


: ; i selieves 
New York.—Question: Is there any ruling which reliey 
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INDIANAPOLIS, IND. 


McNamara Warehouses 
Unlimited Service 


Merchandise Storage and Distribution. Track connection 
and free switching with all railroads. Machinery, paper 
and general storage. Motor delivery service. 


Experienced men, together with our modern equipment, 
enable us to give you prompt and reliable service. Let us 
figure on your requirements. 


Owned and operated by the same interests as the 


J. E. McNamara Construction Company 


946 W. New York St. 
Big Four Sidings 


Telephone 
Circle 8407 


General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
710-11-12 Laclede Gas Light Bldg., St. Louis, Mo. 


Write for list of clients who will advise you of our 
prompt and efficient service in securing refund of over- 
charges in paid freight bills and settlement of loss and 
— claims. We secure results after others have 
ailed. 


A trial of our service will make you a permanent and 
satisfied client. 

We handle business from all parts of the United States. 
Send for descriptive circular of our complete service. 


Reference: Union Station Trust Co., St. Louis, Mo. 









REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 
NEW YORK MONTREAL 
BALTIMORE BOSTON 






and 
ANTWERP 
HAMBURG 












MEDITERRANEAN VRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
URG SOUTHAMPTON DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Coe. Dearborn and Randolph Sts. Telephone Central 2050 


ley: i 


P. 
West ey "South "A , Bac eer | Service 
Monthly Freight and celia Sailings 

Leeward ame Windward Islands, Venesuela, a 
and Colombian Ports 
Three week freight sailings 
Haitien, ee ~ and Cuban South Side Ports 


‘or particulars 6) 
604-12 Queen & Cresent Bidg., Chicago Office: 646 Mar 

New York Office: 16 Hanover St. arquette Bidg. 

Cable Address: Cee es 












































New Orleans & 


he Xsh SA o Me: Geel =b on oF: 6 o Ue Pee Oa Orem 
INCORPORATED 
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10 Hanover Square, New York 





“The Sunshine Belt to the Orient” 
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NEW YORK-LOS ANGELES-SAN FRANCISCO 


PASSENGERS AND FREIGHT 
DIRECT SERVICE 
via HAVANA, 


PANAMA CANAL, 
WEST COAST CENTRAL AMERICA, MEXICO 


Calling at La Libertad, Acajutla, San Jose de Guatemala, Manzanillo 


(Baltimore and Norfolk Eastbound) 

S.S. COLOMBIA sails from New York March 25th 
S.S.SANTA ANA sails from San Francisco April Ist 
Sailings about every 18 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and 


Canal Zone.— Sailings about every 22 days. 


PACIFIC MAIL S.S. COMPANY 


508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


TRANS-PACIFIC SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Manila, Hongkong 


Passenger and Freight Sailings by New and Luxurious U. S. 


S.S. Golden State sails . . March 25th 
S.S. Empire State sails. . . April 19th 
S.S. Hoosier State sails. . . May 13th 


and approximately every 24 days thereafter. 


Shipping Board Liners: 


Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 


508 California St., San Francisco 

10 Hanover Square, N. 
503 So. Spring St., Alexandria Hotel, “Los Angeles 
Managing Agents: U.S. Shipping Board 


Baltic Scandinavian 
FAST FREIGHT SERVICE 
TO 


Danzig, Libau, Reval and Helsingfors 
Other Baltic-Scandinavian Ports as Cargo Offers 
U.S.S. B. A-1 Steel Steamers Carrying U.S. Mail 
FROM PHILADELPHIA 


S.S. Rockaway Park Sailed 
S.S. Eastport ... Late March 
FROM NEW YORK 
S.S. Rockaway Park ‘ Sailed 
S. S. Eastport Late March 


(Now Receiving Pier 22, Brooklyn) 
Through Bills of Lading to all Baltic and Scandinavian Ports 


When shipping to Baltic-Scandinavian Ports specify 


Vee 


Steamship Company, Inc. 


2 Stone Street (Phone Bowing Green 2953-8) New York City 


S. L. BURGESS & CO., Agents 
928 Lafayette Bldg. (Phone Lombard 2972) Philadelphia, Pa. 
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the express company of liability where a package is presented 
to them erroneously addressed and for which they furnish the 
shipper signed receipt showing correct name of the consignee 
and destination, when a package is forwarded by the express 
company to the incorrect destination as per marking on the 
package? 

Answer: Under Conference Ruling 433 and cases cited 
therein a shipper must bear the burden of the resulting freight 
charges where the package is incorrectly addressed, even though 
th bill of lading or express receipt shows the’ proper address. 


Alternativé Rates—Combination Rates 


Illinois —Question: A shipment moving from an eastern 
point of origin to a point of destination west of the Mississippi 
River is assessed a rate made up of combinations to and from 
the Mississippi River; the eastern factor is a straight class rate, 
while the western factors prevailing consist of class and com- 
modity rates in one tariff, the alternative clause applicable, alse 
another class tariff, carrying class rates lower than the class or 
commodity rates as normal in the conflicting tariff without any 
restrictions as to its applicable jurisdiction. The contention is 
that under the provisions of rule 5, Tariff Circular 18-A, the 
lowest combination, via route shipment moves, is lawful con- 
struction, and further, inasmuch as there is no through rate from 
point of origin to destination, the adherence to the commodity- 
versus-class-rate rule does not operate to exclude the use of 
class rates, where one of the tariffs carries a commodity rate 
from a basing point. On the other hand, it is held that com- 
modity rule must be adhered to and that the lower class rate 
carried in another tariff cannot be used. As neither the eastern 
or the western tariffs are within the complete jurisdiction of 
the traffic, it is assumed that the contention of claimant is 
within reason and valid. 

Answer: So far as rule 5-c, Tariff Circular 18-A is con- 
cerned, the proper interpretation, as we understand it, is that 
in the absence of a joint through rate from origin to destination, 
or a specific provision for constructing same, the lowest com- 
bination of “applicable” rates must be used. The establishment 
of a commodity rate removes the application of the class rate 
on that commodity between the same points, except in so far 
as the alternative use thereof may be authorized in sectional 
tariffs. If, therefore, the establishment of a local commodity 
rate removes the application of the local class rate from the 
combination basing point to destination, and there is no pro- 
portional class or proportional commodity rate available, the 
lowest combination from origin to destination, within the mean- 
ing of this rule, would be the rate to the basing point and the 
local commodity rate beyond. 

Where, however, the combination basing on the Mississippi 
River is a class rate to the river, and in determining the factor 
west thereof, we must give consideration to a local class rate, 
also a tariff containing both class and commodity rates, we 
must hark back to the classification rule, that the establishment 
of a commodity rate removes application of the class rate, except 
in so far as their alternative use is authorized. In this casSe the 
local tariff is eliminated entirely, and the class rates in the other 
tariffs are eliminated also, except where, by use of the alternative 
rule, the class rate may be permitted to supersede the commodity 
rate. In this case we would have then the class rate to the 
river, and the factor west would be the commodity rate, unless 
the tariff containing the commodity rate provided the class rate 
could be used when lower. This rule permits commodity rates 
to take jurisdiction over the entire field, for “the establishment 
of a commodity rate removes the class rate,” etc. If any con- 
cessions are to be made so that class rates may apply, these 
concessions must be made by the commodity tariff, hence the 
rule, “except in so far as their alternative use is authorized.” 

Of course, in those cases where no commodity rate has been 
established, then we would have a conflict of class rates, and 
under Conference Rules 50, 70 and 104, the first established 
would remain the lawful rate until canceled. 

The above should not be confused with a situation where 
proportional rates are published from the basing point to des- 
tination, or from origin to basing point. Proportional rates do 
not conflict with flat or local rates. The establishment of a 
local commodity rate does not remove the application of pro- 
portional class rates, unless published in the same tariff and 
under an alternative section, as in Boyd’s Tariff 1-series, ap- 
plying from East St. Louis to Kansas City, on business origi- 
nating east of the Illinois-Indiana state line, etc. 


Refund of Overcharge Under Sligo Iron Store Case 


Minnesota.—Question: During the period of federal control 
a considerable amount of coke moved into our plant at Minne- 
apolis from West Virginia mines on combination rate over Man- 
istique. On all of this coke we paid charges based on the sum 
of the local rates to and from Manistique. 

The Soo Line tariff in effect at that time carried a rule which 
provided for a system of constructing combination rates, the 
purpose and intent of which was to effect but one maximum 
increase on such movements. Thé tariff east of Manistique car- 
ried no such provision. This situation was the subject of an 
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Interstate Commerce Commission decision, No. 11154, entitled 
Sligo Iron Store Company vs. Western Maryland Railway Com- 
pany, in which it was held that where one of the tariffs used in 
making combination rates on through shipments contains the 
rules that such rates would be subject to the increase but once, 
there is a holding out to the shipper of the rate so constructed 
which the carriers should protect. We accordingly filed claim 
for a refund based on this decision. 

The United States Railroad Administration has refused to 
consider this claim because it was not filed before March 1, 1921. 
They take the position that the claim is for reparation and not 
for straight overcharge. 

Our idea of this decision is that it is nothing more or less 
than an interpretation of this tariff, and claims filed under it 
would be straight overcharge claims and, therefore, not subject 
to the two-year limitation. 

Answer: In our opinion your view that excess charges as- 
sessed under circumstances similar to those in the Sligo Iron 
Store case are overcharges and may be refunded without an 
order from the Commission is correct. In the Sligo case the 
Commission found that the rate of $8 which the complainant 
contended was applicable was not unreasonable, but that the 
shipments were overcharged to the extent charges in excess of 
that rate were assessed thereon. 


Suits—Time Within Which to File 


Ohio.—Question: Please advise if, in your interpretation, 
all suits against the Railroad Administration, where the cause of 
action arose because of loss or damage during federal conirol, 
could have been filed up to and including February 28, 1922. 

For instance, if a shipment had been damaged January 5, 
1919, and claim filed within the six months’ period, could suit 
be brought after two years and one day from January 5, 1919, 
but prior to February 28, 1922? In other words, the two year 
and one day period ended January 6, 1921, could suit have been 
brought between that date and Februay 28, 1922? 

Answer: While in the Decker case, 55 I. C. C. 453, the Com- 
mission found the former provisions of the uniform bill of lading 
to be unreasonable and prescribed provisions which, in a modi- 
fied form, are now carried in the bill of lading, in the case of 
Leigh Ellis & Co. vs. Davis, agent, 274 Fed. 443, affirmed in 276 
Fed. 400, it was held that a suit covering a shipment made under 
a bill of lading containing the provision that suit must be insti- 
tuted within two years and one day after delivery was barred, if 
not brought within that time. This case is, however, now before 
the Supreme Court of the United States on writ of error. 


Storage—Carrier Unable to Deliver Has Right to Store at Own- 
er’s Expense 


Maryland.—Question: We had a shipment arrive at a rail- 
road station and received arrival notice. Being an order-notify 
consignment, and not being able to get bill of lading from bank, 
it went to storage. Carier’s arrival notice is stamped as fol- 
lows: “Free time on this shipment expires ...., after which 
time it will be sent to .... warehouse at risk and expense of 
owner.” Station where we receive freight is located about three 
miles from their main station. The warehouse to which they 
send their unclaimed freight is within several squares of. their 
main station. Carrier has in effect a tariff between these two 
stations, with a first class rate of 35 cents. 


After fifteen days had elapsed they sent this shipment from 
the station where we receive freight to their main station, as- 
sessing us the rate according to their tariff and in addition a 
hauling charge from their main station to the warehouse. 

Our contention is that they have no right to reship this ma- 
terial without either the consignor’s or consignee’s permission, 
which was not secured. 

Answer: If, after the arrival of the goods at their destina- 
tion, the owner or consignee fails or refuses to pay the freight 
and accept them within the time provided by the contract of 
affreightmen, or, in the absence of stipulation as to the time, if 
he fails to do so within a reasonable time, the carrier may store 
the goods by depositing them with a responsible warehouseman 
at the expense of the owner or consignee. It is the custom, of 
course, for the carrier to store in its own warehouse and at the 
billed destination, if it has a warehouse at that point. There 
may be some extenuating circumstances, however, such as there 
being neither a railroad or public warehouse at destination, or 
if there is a warehouse at that point, it may be too badly con- 
gested to permit of storing more goods, etc., under which or 
similar circumstances, the carrier would, under its warehouse- 
man duty to care for the goods, be justified in hauling to another 
station where proper storage is available. Being thus put to 
extra expense in storing the goods, because of the failure of 
the consignee or owner to accept, the carrier would have a 
right to the extra freight charges necessary to move shipment 
from the billed destination to the storage point, and this would 
properly, according to our view, be an item of expense of storage, 
chargeable to the owner or consignee. 

However, in the absence of a necessity for moving the goods 
to another station for proper storage, the carrier would be 
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SAY IT WITH FREIGHT 


Lackawanna’ | 





| Railro ad 


If you want your freight transported with care and 


celerity consign it via the Lackawanna Railroad, “mile 


for mile the most highly developed railroad in America.” 


If you contemplate locating an industrial plant 


or warehouse in the territory through which 
the Lackawanna Railroad passes communicate 
with Mr. J. F. Muller, Industrial Agent, Lacka- 


wanna Railroad, 90 West St. New York City. 


Kansas City Southern Railway 
Texarkana and Fort Smith Railway 


The Jobbing and Manufacturing centers shown below are in addition to those shown in 
issues of The Traffic World of February 18th and February 25th. 


PORT ARTHUR, TEXAS 


WEN, bChatwatecverseceu ee 1910 7,663 
On ee Oe 1921 25,588 
Port Arthur is the Terminus of the Kansas City Southern Railway. 


Steamships sail to all principal ports of United Kingdom, Europe, 
South America, West Indies and Mexico. 


Value of Export traffic in 1921, $66,555,132.00. 
Value of Import Traffic in 1921, $12,315,126.00. 


Export and Import Tonnage through Port Arthur Canal from 
Port Arthur and District in 1921, 10,942,614 tons. 


Port Arthur Canal & Dock Company, a subsidiary of the Kansas 
City Southern Railway, owns the Merchandise Dock, grain elevator 
with capacity of 500,000 bushels—7,000 lineal feet of lumber and cotton 
docks—5,000 lineal feet warehouse space—27 miles of track. 


The two oil refineries located at Port Arthur are among the 
re in the world. Their daily capacity of refined oils is 170,000 
arrels. 


Wholesale Grocers and Jobbers. 


Wheat Exports in 1921, 4,000,000 bushels. 
Shipping facilities at Port Arthur are very large and capable of in- 
definite extension. 


Export of Grain, Lumber, Cotton, Cottonseed Products, Oils, Etc. 
Each year shows a steady increase in export traffic. 
Every attention is being given to the development of Port Arthur. 


H. A. WEAVER, Gen. Freight Agent, 
Kansas City, Missouri 


PORT NECHES 


At -Port Neches, on the Port Arthur Canal, is located one of the 
largest asphalt plants in the country. 


BEAUMONT, TEXAS 


PEED? 20 cetacean eenearaee 1910 20,640 
DE §.44ccnddeweseseuasenwes 1920 40,422 


Manufacturing Plants, Lumber Mills, Rice Mills, Shipbuilding 
Yards, Oil Refineries, Brick Works, Iron Works, Machine Shops, Creo- 
soting Plants, Wholesale Grain, Manufacturers Grain Products and 
Mill Feeds, Wholesale Jobbers of Groceries, Fruits and Produce, Grain 
os — Products, Hardware, Implements, Automobiles and Oil Well 

upplies. 


Deep Water Harbor through Neches River and Port Arthur Canal 
to the Gulf. 


Value of Exports 1921, $41,654,658.00. 


Kansas City Southern tracks reach the most important * ‘cae 
and our service is THIRD MORNING FROM KANSAS CIT 


The Sabine Navigation District comprises Port Arthur, Port Neches, 
Beaumont, Orange, and the value of exports and imports from and 
to this District, passing through Port Arthur Canal in 1921, was 
$135,044,575.00. 


J. F. HOLDEN, Vice President, 
Kansas City, Missouri 
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doing so merely for its own convenience, and would not be 
entitled to the extra charges. 


Deduction of Transportation Tax from Invoice Because of Ship- 
ment After January 1, 1922 


New York.—Question: Effective January 1, 1922, the 3 per 
cent tax on freight has been withdrawn. This brings up. several 
questions on which we would like your advice. 

There are three cases in which this war tax is involved: 

1. Material purchased f. o. b. factory with freight allowed 
to destination. 

2. Material purchased f. o. b. destination. 

3. Material purchased ,delivered and erected at destination. 

In each of these three cases we will assume that the cost 
of freight was included in the quotation price and that the quo- 
tation was made prior to January 1 and shipment made from 
point of origin subsequent to January 1, 1922. 

Advise in each of these cases if we are entitled to make 
deduction for the 3 per cent war tax on the freight from any 
invoice which the manufacturers may render. 

Answer: This question is primarily one arising under the 
law of sales. 

If the war tax was included in the sale price, that is, if the 
contract price included the tax, but because of the shipments 
being made subsequent to January 1, 1922, the seller was re- 
lieved from the payment of the tax, he should, in fairness to 
the buyer, permit him to deduct this amount from the invoice. 
The tax is in reality a part of the transportation cost, but if 
the delivered price is a lump sum and nothing is said in the 
contract about a reduction in the delivered price contingent 
upon a reduction in freight charges, we do not believe that the 
buyer can require the seller to make him the allowance. 


Liability of Carrier for Injury Due to Defective or Improper 
Packing 


New Jersey.—Question: Kindly give your opinion and, if 
possible, references, on the following: 

A, located at Exeter, Mo., made a shipment of 96 live rabbits 
to B at Succasunna, N. J. When the shipment arrived 57 rab- 
bits were dead, 22 missing and 17 alive. B filed a claim with 
the express company for the dead and missing rabbits, and 
charges on same, basing this claim on delay in transit (this 
shipment being on the road two days longer than previous ship- 
ments), shortage, and improper recrating in transit. (These rab- 
bits were crated by A as follows: Each rabbit in a separate 
compartment, 71% inches by 4% inches, and twelve compartments 
in a crate. The express company removed the live rabbits from 
these crates at Marion, O., and placed them in two large boxes, 
without compartments, permitting the rabbits to be together, 
which resulted in their fighting and killing each other, thus 
adding to the mortality.) 

The express company has declined this claim on the grounds 
that A was negligent and used poor judgment in preparing the 
shipment, by not providing enough space for the rabbits, thus 
causing them to die. If this be true, B maintains that this con- 
dition was apparent to the carrier, and he (carrier) should have 
refused to accept the shipment for transportation until it had 
been properly crated, but, having accepted it in said condition, 
without protest, the carrier becomes the insurer of the property 
and is liable. Also, that negligence of the shipper does not 
relieve the carrier of shortage or delay in transit. 

Answer: The decisions of the courts on the question as to 
whether or not a carrier is liable for loss due to defective pack- 
age by the shipper are not in accord. One line of -decisions 
holds, without qualification, that the full duty of the carrier is 
simply to carry goods in the condition in which they are offered, 
and that, where goods tendered are insufficiently or improperly 
packed, the carrier is not liable for loss or injury due to such 
defect, whether latent or not. Carpenter vs. Baltimore, etc., R. 
Co., 64 A. 252 (Del.); Gulf, ete., R. Co. vs. Wattnebert, 108 S. W. 
150; Cohn vs. Platt, 95 N. Y. S. 535, in which latter case it was 
held that a carrier is not negligent in receiving for shipment 
over-packed crates of fowl for shipment, the shipper’s, but not 
the carrier’s servants, being expected to be expert on the ques- 
tion of how many fowl could be safely packed in a crate. 

However, a number of decisions hold that the carrier, being 
entitled to reject defectively packed goods tendered for ship- 
ment, if it accepts for transportation goods which it knows are 
defectively packed, or which by the exercise of reasonable care 
it could have observed were defectively packed, it assumes to 
carry the goods as they are, and its common law liability as 
carrier attaches, and it is subject to all the liabilities usually 
attaching to an ordinary shipment of the same character. Klau- 
ber vs. American Express Co., 91 Am. D., 452 (Wis.); Northwest- 
ern Marble, etc., Co. vs. Williams, 151 N. W. 419! Callender- 
Vanderhoof Co. vs. Chicago, etc., R. Co., 109 N. W. 402, this case 
holding that the fact that goods were insufficiently packed will 
not prevent a recovery of such damages as the carrier might 
have prevented by the exercise of reasonable care. 


Delays Resulting from Accident or Misfortune 


Massachusetts.—Question: Kindly advise if, in your opinion, 
the carriers are justified in the following case: 
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Carload of strawberries loaded on railroad A in car belong- 
ing to railroad B, traveled over railroad C, and delivered to 
consignee on railroad D—interstate movement. 

Underrigging to the car broke down in transit and car was 
delayed three days. Berries were damaged by delay in transit 
to an amount of $580. The carriers admit the amount of dam. 
age and that the cause was delay to car due to breakdown of 
car. They decline to pay the claim on instructions from their 
legal department to the effect that carriers ae not responsible 
for delays due to breaking down of foreign equipment. 

Answer: The rule in relation to liability for delays in the 
course of transportation is not so rigorous as that which govy- 
erns in cases where goods are lost by theft, fraud or the like. 
A railroad earrier is not an insurer against the occurrence of 
delays, and hence is not liable when the delay is attributable 
to misfortune or unavoidable accident. Accidents which pre- 
vent the running of trains, will, if not due to the fault of the 
carrier, excuse delay. Where, however, the railroad carrier is 
guilty of negligence which causes the accident to which the 
delay is attributable, it will be liable for the damages resulting 
from the delay. 

An accident may exonerate the carrier from loss resulting 
from delay, but an accident will not put an end to the carrier’s 
duty. It is the duty of the carrier, although delay may be caused 
by an accident, to exercise reasonable care and diligence to 
transport the goods. 

Furthermore, the fact that an accident occurs which excuses 
delay does not relieve the carrier from the duty to exercise due 
care to protect the goods from loss or injury during the delay. 
The authorities require the conclusion that the carrier is at all 
times responsible for the safekeeping of property in its pos- 
session, and that the happening of an accident does not relieve 
it from such responsibility. The carrier is under a duty to take 
reasonable precautions to preserve the goods from injury and 
for a breach of duty must respond in damages. 

In National Elevator Co. vs. Great Northern, 170 N. W. 515, 
it was held that while the development of a hot-box may be 
such an accident to a railway operation that the carrier may 
excuse a particular delay resulting from it, the evidence offered 
by the defendant carrier was insufficient as an excuse. The 
court, however, said that while the carrier must exercise dili- 
gence, he was not prepared to say that the carrier is required 
to conduct its railway operation so efficiently as to avoid a hot- 
box and is liable for every incidental delay caused thereby. 

In McFall vs. Wabash, 94 S. W. 570, it was said that un- 
avoidable accidents excuse a carrier, but avoidable accidents 
resulting from a defective roadway or from insufficient or de- 
fective equipment are included in the field of culpability. 
Demurrage—Liability of Shipper for. On Goods Held Awaiting 

Delivery to Ship Because of Strike of Longshoremen 

New York.—Question: A carload of cement permitted for 
delivery to a steamer on October 9, 1919. Rail carrier delivered 
by lighter, alongside steamer, on this date. 

A longshoremen’s strike occurred and lighter was detained 
till November 6, causing demurrage in amount of $620 to accrue, 
the steamer being unable to receive the goods. 

I understand that the court has ruled that the carrier is not 
bound to look beyond the holder of the bill of lading or owner 
of the goods for demurrage. Do you think the owner of the 
goods can be held liable for this demurrage, and would he have 
no recourse on the steamship company? 

Answer: The demurrage or storage charges which accrued 
on the shipment seemingly did not result from any act or default 
on the part of the rail carrier and therefore must be collected 
and retained by them. 

Whether or not the amount thereof can be recovered from 
the ocean carrier is not covered by decisions of the courts, so 
far as we have been able to determine. However, in New York 
Produce Exchange vs. B. & O. R. R. Co., 46 I. C. C. 666, the 
Commission, in referring to the collection of storage charges 
accruing by reason of the failure to get the goods on board the 
ships, due either to the late arrival of the goods at the port or 
the inability of the ships to receive the goods, said: “As a mat- 
ter of law, neither the rail nor the ocean carrier is liable for the 
storage charges at the port.” 


AUTO LOADING METHOD IMPROVED 
The time required for unloading automobiles has been cut 
in half and the process simplified by the use of steel “tie-downs” 
instead of wooden horses and blocks, according to C. D. Holmes, 
manager of the traffic department of the Franklin Automobile 
Company. The method was devised by the traffic department 


of the company and the tie-downs are manufactured in the 
Franklin shops. 


INQUIRY AS TO DIVISIONS 
The Commission has instituted an inquiry, formal docket 
No. 13549, into the divisions of joint rates, fares, and charges 
on traffic interchanged between the California-Nevada-Oregon 


Railway and its connections, the Southern Pacific and the West- 
ern Pacific railroads. 
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Old Bill of Lading Forms Will Not 
Be Acceptable After March 15th 


UNLESS PROPERLY STAMPED 


to make them conform to new specifications in effect on that date. 








We Supply the Proper Rubber Stamps 


made in accordance with specifications of the Uniform Bill of Lading 
Commnittee to make your old Straight and Order Domestic 
Bills acceptable to the carrier. 


Size 114’x414" Pneumatic 
aster es... R.D.SWISHER MFG. CO 
214'xA14" Ink Pad ... A5e Prepaid eV. e e 
3’x6” Ink Pad... .... 60c ; 411-413 South Clinton Street Chicago, Illinois 


Orders filled same day received 





Complete Catalogue of Rubber Stamps and Marking Devices on Request 


PORT OF NEW BEDFORD 


The Southern Gateway to Industrial New England 


An Opportunity for Shipping Interests! 


Recognized as the chief cotton concentration point and storage 
center in New England, this port handles annually fully 750,000 
bales. Mills consuming 1,250,000 bales each year are situated 
within easy motor-trucking distance. 





A large, sheltered harbor. 


Modern steel and concrete pier ac- 
commodations for large vessels. 


Up-to-date freight handling facilities. 


Served by N. Y., N. H. & H. Railroad 
with tracks direct from pier. 










Most of this cotton now comes by rail but can be transported 
from the South by water much more advantageously and cheaply 
were there direct water connection with Southern ports. 


Modern warehouse space on pier and 
in port, totalling 1,250,000 sq. ft. 


Direct steamer service to Lisbon, Por- 


tugal, via Azores Islands. Overwhelming volume of outgoing traffic from New England’s 


thousands of industrial plants to draw from for return cargo. 


Much Quicker Service and Lower Handling Charges Than in More Congested Ports 


Write to any of the following firms: 
Full co-operation will be given 


: : David Duff & Son New Bedford Boiler and Machine Co. 
devel traffic th h 

the at. Weal: eae aia Greene & Wood New Bedford Storage Warehouse Co. 

data, credit information, etc., Gunning Boiler and Machine Co. Slocum & Kilburn 


furnished on request. 


New Bedford Board of Conemanen, New Bedford, Mass. 
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Reports to the car service division of the American Railway 
Association for the week ended February 25 showed a decrease 
of 45,648 cars loaded with revenue freight as compared with the 
preceding week. The loading of revenue freight in the weeks in 
1920 and 1921 which corresponded with the week ended Febru- 
ary 25 was 783,295 and 659,642 cars, respectively, while the load- 
‘ing the week ended February 25 amounted to 735,286 cars. 

Loading of grain and grain products dropped from 54,209 
cars in the week ended February 18 to 46,729 cars in the week 
ended February 25; live stock dropped from 30,327 to 27,740; 
coal decreased from 190,700 to 187,447; coke increased from 
7,666 to 8,072; forest products dropped from 50,796 to 47,704; 
ore increased from 4,034 to 4,330; merchandise, L. C. L., dropped 
from 219,050 to 199,157; and miscellaneous dropped from 224,- 
142 to 214,107. 

Loading by districts for the week ended February 25, as 
compared with the corresponding week of 1921, was as follows: 

Eastern district: Grain and grain products, 8,919 and 5,991; 
live stock, 2,634 and 2,284; coal, 46,272 and 40,019; coke, 1,780 
and 876; forest products, 4,970 and 8,061; ore, 764 and 568; mer- 

chandise, L. C. L., 57,583 and 42,612; miscellaneous 58,193 and 
49,949; total 1922, 181,115; 1921, 150,360; 1920, 173,087. 
Allegheny district: Grain and grain products, 3,617 and 
2,173; live stock, 2,614 and 2,800; coal, 55,950 and 41,557; ore, 
3,890 and 4,653; forest products, 2.519 and 2,471; ore, 951 and 
2,107; merchandise, L. C. L., 40,922 and 34,770; miscellaneous, 
47,825 and 40,343; total 1922, 158,288; 1921, 130,874; 1920, 166,643. 


Pocahontas district: Grain and grain products, 273 and 166; 
live stock, 75 and 86; coal, 26,924 and 13,392; coke, 217 and 277; 
forest products, 1,116 and 1,283; ore, 25 and 37; merchandise, 
L. C. L., 5,873 and 3,991; miscellaneous, 3,156 and 2,442; total 
1922, 37,159; 1921, 21,674; 1920, 31,116. 

Southern district: Grain and grain products, 3,860 and 4,285; 
live stock, 2,188 and 1,938; coal, 24,760 and 21,659; coke, 553 and 
561; forest products, 16,505 and 13,561; ore, 497 and 794; mer- 
chandise, L. C. L., 34,146 and 34,642; miscellaneous, 34,805 and 
34,715; total 1922, 117,314; 1921, 112,155; 1920, 124,993. 


Northwestern district: Grain and grain products, 11,002 and 
10,561; live stock, 7,915 and 8,345; coal, 6,783 and 5,548; coke, 
1,158 and 1,326; forest products, 11,130 and 15,296; ore, 481 and 
941; merchandise, L. C. L., 19,540 and 22,767; miscellaneous, 
21,760 and 24,983; total 1922, 79,769; 1921, 89,767; 1920, 111,124. 

Central Western district: Grain and grain products, 13,427 
and 13,085; live stock, 10,181 and 9,997; coal, 21,812 and 16,298; 
coke, 298 and 219; forest products, 4,406 and 3,775; ore, 886 and 
2.340; merchandise, L. C. L., 27,030 and 26,088; miscellaneous 
27,906 and 28,191; total 1922, 105,946; 1921, 99,993; 1920, 118,222. 

Southwestern district: Grain and grain products, 5,631 and 
4,871; live stock, 2,133 and 1,595; coal, 4,946 and 4,525; coke, 176 
and 122: forest products, 7,058 and 6,045; ore, 726 and 436; 
merchandise, L. C. L., 14,562 and 14,707; miscellaneous, 20,462 
and 22,518; total 1922, 55,695; 1921, 54,819; 1920, 58,110. 

Total all roads: Grain and grain products, 46,729 and 41,122; 
live stock, 27,740 and 27,045; coal, 187,447 and 142,998; coke, 
8,072 and 8,034; forest products, 47,704 and 50,492; ore, 4,330 
and 7,223; merchandise, L. C. L., 199,157 and 179,577; miscellane- 
ous, 214,107 and 203,141; total 1922, 735,286; 1921, 659,642; 1920, 
783,295. 





Digest of New Complaints 


4 8 
No. 12704, Sub. No. 4. The Atlas Portland Cement Co., Hannibal, Mo., 
ve. C. B. & Q. et al. . 

Unjust, unreasonable, unjustly discrminatory and unduly preju- 
dicial rates on cement from Hannibal, Mo., to points in Kansas. 
Asks for just, reasonable and non-discriminatory rates. 

No. 13532. Indiana Coke and Gas Co., Terre Haute, Ind., vs. B. & O. 
et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on coal from Welch, W. Va., to Terre Haute, Ind. 
Asks for just, reasonable and non-discriminatory rates and 
reparation. 

No. 13533. The Cincinnati (Ohio) Grain and Hay Exchange Co. et 
al. vs. Aberdeen & Rockfish et al. 

Unjustly discriminatory, unduly prejudicial and _ preferential 
rates on grain, grain products. hay, straw and fodder from sta- 
tions on defendants’ lines in Ohio to points in North and South 
Carolina, Georgia and other southern states because of the in- 
clusion of Columbus and other Ohio points as points of origin. 
Asks for non-discriminatory, non-prejudicial and non-preferential 
rates. 

No. 13534. Tuscaloosa (Ala.) Cottonseed Oil Co. vs. A. G. S. et al. 

Unjust, unreasonable and unduly preferential rates and practices 
in connection with the movement of peanuts from points in Geor- 
gia, Florida and Alabama, to destinations in the north, northwest 
and northeast. Asks for the establishment of through routes and 
joint rates via Tuscaloosa with a shelling. crushing and cleaning 
practice en route at Tuscaloosa upon such joint through rates; also 
for reparation. 





No, 13535. Corporation Commission of Oklahoma vs. Aberdeen & 
Rockfish et al. 
Unjust, unreasonable, unjustly discriminatory, unduly preju- 


dicial and preferential rates on classes and commodities (except 
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cement, brick, cereal beverages, grain and grain products, hay and 
straw, petroleum and its products, live stock, cotton, coal, sand, 
gravel, crushed stone, chatts and kindred commodities, forest 
products, and cottonseed and its products, moving in Carload lots) 
from points in Oklahoma to southwestern and defined territories. 
Asks for just, reasonable and non-discriminatory rates and the 
placing of Oklahoma in western trunk line territory for rate-mak- 
ing purposes. 
No. 13536. Klaxon Co., Bloomfield, N. J., vs. A. G. S. et al. 

Unjust and unreasonable classification ratings on sound-warn- 
ing and sound-signaling horns moving from Bloomfield, N. J., to 
various destinations in the U. S. Asks for ratings not exceeding 
first-class on L. C. L. and third class on C, L. 

No. Pe 5 on Parkersburg (W. Va.) Rig and Reel Co. vs. C. M. & 
~ - O.ai. 

Unjust, unreasonable and unduly préjudicial rates on oil well 
supplies from Parkersburg, W. Va., to points in Montana and 
California. Asks for establishment of just, reasonable and non- 
discriminatory rates and reparation on shipments made to 
Winette, Mont. 

No, 13538. The Sebastopol (Calif.) Berry Growers’ Assn. vs. American 
Ry. Express Co. 

Unjust and unreasonable charges on berry boxes and baskets 
returned from Raymond, Wash., to Sebastopol, Calif. Asks for 
just and reasonable charges and reparation. 

No. 13539. Omaha (Neb.) Chamber of Commerce, Traffic Bureau et al, 
vs. Santa Fe et al. 

Unjust, unreasonable and unduly prejudicial rates on _ sugar, 
Cc. L., from New Orleans, La., to Kansas City, Mo., and Omaha, 
Neb. Asks for establishment of just, reasonable and non-preju- 
dicial rates. 

No. ha ay Boston (Mass.) Wool Trade Assn. vs. Boston & Albany 
et al. 

Unjust and unreasonable rates on wool in the grease from points 
in Iowa and Missouri to Boston, Mass. Asks for application of the 
proportional rates up to the west bank of the Mississippi River 
plus fourth class beyond, 24,000 pounds minimum, and reparation. 

No. 13541. Carlton Consolidated Lumber Co., Carlton, Ore., vs. Di- 
rector General et al. 

Unjust and unreasonable rates on logs from Carlton to Newburg, 
Ore., during July and August, 1918. Asks reparation. 

No. 13542. The Colorado Fuel and Iron Co., Denver, Colo., vs. Director 
General, as agent. 

Unjust and unreasonable rates on brick switched from the plant 
of the Standard Fire Brick Co. at Pueblo to the plant of the Colo- 
rado Fuel and Iron Co. at Minnequa. Asks reparation. 

No, eu ee E. Winter and Frank B. Ross, New York, N. Y., vs. 

. N. et al. 

Unjust and unreasonable rates on antimony regulus originating 
in China and shipped from Seattle to Chicago. Asks reparation. 

No. 13544. Hooker Electro Chemical Co. et al., Niagara Falls, N. Y., 

Atlantic City R. R. et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on caustic soda and other heavy chemicals from Niagara Falls to 
destinations in eastern and southern states. Asks for establish- 
ment of just, reasonable, non-prejudicial rates and reparation. 

No. 13545. The Grimes Co. (formerly The Western Iron and Metal 

Yard Co.), Denver, Colo., vs. D. & R. G. W. et al. 

Unjust and unreasonable rates on second hand burlap bags from 
Points in California to points in Colorado. Asks reparation. 

No. 13546. Kanawha Black Band Coal Co. et al. vs. C. & O. et al. 

Unjust, unreasonable, unduly prejudicial and preferential rates 
on coal from complainant’s mines on the Kanawha Central Ry. to 
various destinations. Asks establishment of joint through rates 
not greater than the present rates from the Kanawha district on 
the line of the C. & O. Ry. to the same points. 

No. 13547. Allied Machinery Co. of America, New York, N. Y., vs. 

Director General et al. t 

Unjust and unreasonable rates on machinery due to the assess- 
ment of demurrage charges at Greenville Yard and Henderson 


Street Station where the shipments were sent for export. Asks 
reparation. 
No. 13548. Maritime Association of the Boston (Mass.) Chamber of 


Commerce et al. vs. Ann Arbor et al. 

Unjust, unreasonable, unduly prejudicial and preferential all- 
rail, lake-and-rail and rail-lake-and-rail class and commodity 
rates on import and export freight between New England ports 
and territory west of the Buffalo-Pittsburgh line; also export ex- 
lake rates on grain and grain products from Buffalo to New 
England ports. Asks for rates which shall not exceed the rates 
contemporaneously maintained between the same territory and 
Philadelphia or Baltimore. 


NEW YORK CENTRAL BONDS 


The New York Central Railroad Company has applied to 
the Commission for authority to issue not exceeding $60,000,000 
of its refunding and improvement mortgage bonds, series C, 
to be dated October 1, 1921, and to bear interest at the rate 
of five per.cent. It is proposed to sell the bonds to J. P. Morgan 
& Company for an amount that will net the applicant not less 
than 90 cents on the dollar. The proceeds of the sale of the 
bonds are to be used for the following purposes: $48,055,000, 
principal amount, will be used to pay indebtedness incurred by 
the company for the cost of additions and betterments hereto- 
fore made to the roadway and structures of the applicant’s 
owned and leased lines and of equipment, and additions and 
betterments thereto, or to reimburse the company’s treasurer for 
expenditures made for these purposes; and $11,945,000, principal 
amount, is to be used to pay, retire; and refund bonds due July 
1, 1922, aggregating that principal amount, of corporations of 
which the applicant is corporate successor. 


RARITAN RIVER NOTES 
The Raritan River Railroad Company has been authorized 
by the Commission to issue $100,000 of promissory notes within 
one year from and after March 28, 1922, and to issue notes in 
renewal maturing not later than March 28, 1924. 


BIRMINGHAM & NORTHWESTERN BONDS 
The Commission has authorized the Birmingham & North- 
western to issue $400,000. of first mortgage bonds to refund or 
retire an equal amount of first mortgage bonds maturing March iF 
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Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D. T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
. North- freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 
fund or 
March 1. 






Members of the American Warehouseman’s Association 


COTTON CONCENTRATION COMPANY, Inc. “ &,WiLEY; Maneser, GALVESTON 
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The Commission has issued a tentative valuation report on 
- the property of the Maine Central Railroad Company, as of 
June 30, 1916. It found the final value of wholly owned and 
used property to be $44,030,606; used but not owned property, 
$17,060,778, and total used property, $61,091,384. 

The report showed that the carrier had issued or assumed 
a total of $95,572,470.78 in stock and long-term debts, of which 
$34,587,465.33 was outstanding on date of valuation. This was 
made up of $15,014,973.33 in stock and $19,572,492 in funded 
debt. 

The cost of reproduction new of the property wholly owned 
and used was stated as $46,879,763 and cost of reproduction less 
depreciation as $35,624,288. , . 

In a report on the Tabor & Northern Railway Company, as 
of June 30, 1918, the Commission valued the property at $120,000. 

The property of the Portland & Southwestern Railroad Com- 
pany, as of June 30, 1917, was valued at $330,616. 

The property of the Holton Interurban Railway Company, as 
of June 30, 1915, was valued at $200,349 for the part wholly 
owned and used, and $656,000 for leased property. 

The Commission has issued tentative valuation reports on 
the properties of the Arizona Eastern and of the Phoenix & 
Eastern as of June 30, 1915. It found the value of the Arizona 
Eastern’s wholly owned and used property to be $10,681,198; 
used but not owned, $2,711,016; total used, $13,392,214. The 
final value of the Phoenix & Eastern was stated as $2,325,000. 


LOCATION OF CARS 


The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of February 15, issued by the American 
Railway Association, shows the following by districts: Eastern, 
98.9, as against 93.1 a year ago; Allegheny, 101.3, as against 
95.5 a year ago; Pocahontas, 88.3, as against 93.3 a year ago; 
Southern, 98.5, as against 100.6 a year ago; Western, 97.2, as 
’ against 99.2 a year ago; all districts, 98.2, as against 96.7 a 
year ago; Canadian roads, 92.3, as against 97.4 a year ago. 

The per cent of home cars on home roads as of February 
15 was 70.9 per cent. By classes of equipment the percentages 
were as follows: Box, 62.8; refrigerator, 66.7; gondola, 76.3; 
stock, 84.5; and flat, 82.8. 


THEFTS.FROM FREIGHT AND EXPRESS CARS 


A bill (H. R. 10768) to amend an act approved February 
13, 1913 (Thirty-seventh Statutes, page 670), relative to thefts 
from railroad freight and express cars. has been introduced by 
Representative Volstead. The bill would amend the present 
law by adding the following: “That to establish the interstate 
or foreign commerce character of any shipment in any presecu- 
tion under this act the waybill of such shipment shall be prima 
facie evidence of the place from which and to which such 
shipment was made.” 


MORE SUPERVISION BY COMMISSION 


Representative Beck of Wisconsin has introduced a bill 
(H. R. 10798) authorizing the Interstate Commission Commis- 
sion to approve or disapprove contracts involving the construc- 
tion or repair of locomotive engines, cars and maintenance 
work, such as building,.maintaining and repairing tracks, road- 
beds, bridges, buildings, coal docks and water stations owned 
and operated by common carriers by railroads engaged in inter- 
state commerce. The bill was referred to the House committee 
on interstate and foreign commerce. 


Z. & E. ABANDONMENT 


The Commission has authorized the Zwolle & Eastern Rail- 
way Company to abandon its line of railroad extending from 
Beck to Zwolle and from a point one-half mile north of Con- 
verse to Elliot, in Sabine Parish, La. The line was built in 
1904 for the purpose of developing the timber resources in the 
territory served. The industries served by the line have closed, 
the Commission said, and no traffic of any kind is being offered. 


N. Y. N. H. & H. BONDS 


The New York, New Haven & Hartford has been authorized 
by the Commission to enter into agreements with the holders 
of $14,118,00@ -of dollar debentures and 69,762,500 frances of 
franc debentures, for the extension of the maturity thereof 
from April 1, 1922, to April 1, 1925, and to increase the rate 
of interest thereon from 4 per cent to 7 per cent per annum. 
The debentures are a part of a total original issue of 145,000,006 
frances, known as the applicant’s “European Loan of 1907.” 


D. T. & I. APPLICATION DISMISSED 


The Commission has dismissed applications of the Detroit 
& Ironton asking authority to lease the property of the Detroit, 
Toledo & Ironton. and .to issue capital stock and to assume 
obligation or liability, as lessee, in respect of certain securities 
the Commission authorized the issuance of $1,000,000 of capital 
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stock, but reserved for future consideration other matters in- 
volved. The Commission said it did not appear that the appli- 
cant desired to press the matter to a conclusion at this’ time, 


GRANGE OPPOSES COAL STRIKE 


S. J. Lowell of Fredonia, N. Y., Master of the Nationa] 
Grange, has sent an urgent communication to every county and 
local subordinate grange in the United States, requesting officers 
and members to discuss the threatened stoppage of coal produc. 
tion and railroad transportation, with a view of correctly under. 
standing the consequences to agriculture, commercial and manu. 
facturing interests in the United States. 

“I want you to voice your protest,” he writes, “against any 
owners or management of railroads or owners of coal mines, 
or workers in either, creating a condition which will stop 
progress of-our recovery from the terrible scourge of war. We 
are doing our part and we demand that both capital and labor 
do theirs. Whatever differences may exist between them must 
be adjusted without stopping the wheels of commerce.” 

The grange leader has also sent copies of his letter to mem- 
bers of the United States Senate, asking their comment on his 
suggestion that public opinion must and will prevent such par. 
alysis of all business. 

Senator McNary of Oregon, a member of the grange of 
years standing expressed his hearty accord. 

“I am in hearty accord,” he said, “with the commendable 
efforts being made by the National Grange to create public senti- 
ment calculated to prevent the threatened coal strike in April. 
The public has a larger interest in this industry than have the 
operators or the miners and the flow of coal must be main- 
tained if we are to avoid economic disturbances and suffering. 
An aroused public conscience is the very best of remedies to 
meet situations of this kind.” 

The text of the letter in which Lowell calls on the grangers 
to express their opinions and to demand in every community, 
county and state that “there must be no strikes” was as follows: 


_ Ifa coal strike takes place as seems possible in April, the produc- 

tion of the fuel, upon which the prosperity and well-being of millions 
depend, will cease. Although it is claimed that coal enough to last for 
a month or more is now above ground, any stoppage of production 
obviously will result in higher prices in the near future. If railroad 
workers strike, the transportation upon which the food of millions 
depend will stop. 

A railroad strike, now, means farmers’ products remaining unsold 
and spoiling in his barns. And that may mean famine, suffering and 
perhaps death in the cities. It means farm supplies piled up in rail- 
road yards while fields wait for seeds, fertilizer and machinery neces- 
sary to make them productive. 
on = strike in April at planting time wrecks a year’s crop production 
ns, 

A coal strike comes less directly home to our people than to the 
people living in the cities, but an obligation to help makes it clear that 
the interest of all, and not of a class or group is paramount in this 
republic. It is none the less pressing because our interest in this is 
secondary and financial, instead of primary and vital. 

If coal production stops people will suffer, and the spectacle of a 
comparatively small group of men and interests seizing the weapon of 
human misery and human suffering in order to impose their will, and 
their refusal to deal fairly with one another, and make others pay the 
penalty, is preposterous in this nation and time. 

The decision of every member of the Grange to do his part in 
building up an overwhelming public opinion for a fair and just settle- 
ment and the enforcement of such settlement to the utmost, will pre- 
vent any strike. Owners, workers and the Government must feel the 
power of this public opinion. 

No man or set of men in this country can succeed against a united 
public sentiment. 

I want you to voice your protest against any owners or manage- 
ment of railroads, or owners of coal mines, or workmen in either, 
creating a condition that will stop the progress of our recovery from 
the terrible scourge of war, which we have just passed through. And 
express it in terms that will leave no doubt in any mind that we are 
in no way to be used to further the interest of either to the advantage 
of one over the other. 

We are doing our part and it is not unfair for us to demand that 
both capital and labor do theirs. Whatever differences may exist 
a them must be adjusted without stopping the wheels of com- 





U. P. ACQUISITION APPROVED 


Acquisition of control by the Union Pacific of the railroad 
operated by the Saratoga & Encampment Railroad Company, 
from Walcott, Wyo., to Encampment, Wyo., a distance of 44.77 
miles, has been approved by the Commission. The control will 
be acquired under an operating agreement, with an option to 
purchase. 


B. R. & P. BONDS 


The Buffalo, Rochester & Pittsburgh has applied to the Com- 
mission for authority actually to issue $8,351,000 of its consoli- 
dated mortgage 4.5 per cent bonds which it nominally issued 
before the Commission received control over the issuance of sé 
curities. Of that sum $6,250,000 are to be used in refunding 
operations during the year and the remaining $2,101,000 are to 
be used for additions and betterments to be made during the 
current calendar year, or to reimburse the treasury for money 
paid out of current assets for that purpose. Its greatest obliga- 
tions falling due in the year are bonds amounting to $3,830,000, 
due December 1; $323,000 on equipment trusts May 1 and $180, 
000 on equipment trusts August 1. 
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SER VICE AND PROGRESS 


The test of the efficiency of an ocean terminal lies 
in its ability to keep all its facilities constantly employed. 


Pier One has answered by forcing a 50% increase 










in storage space, a duplication of its handling equipment 
and a doubling of berthing space for vessels. 


We say it with service. 


PORT OF TACOMA 


612 Tacoma Building 
Tacoma, U.S. A. 


























EXPORTERS 


Why should you permit European competitors 
to flood, with their products, the market of 
MEXICO, when you have the goods and need 
the business ? 

We have an intimate contact with the buyers 
of Mexico. Perhaps we can assist you in creat- 
ing an interest in your products. 


CAMPHUIS & CO., Ine. 


FORWARDING AGENTS 
LAREDO, TEXAS 


Largest and most efficient forwarders on the 
Mexican Border 


TACOMA 


and the Pacific Northwest 













































Mr. Traffic Manager, 
Mr. Sales Manager— 


We call your attention to recent rate changes 
in this territory which may prove costly to you 
and which warrant careful investigation into 
the warehousing and distribution of goods in 


THE PACIFIC NORTHWEST 






















OFFICES 


Laredo, Texas; El Paso, Texas; Eagle Pass, Texas 
Mexico City Monterey, N. L., Mexico 



















Whitworth Transfer & Storage Co., Inc. 


Tacoma, Washington 


Write for condensed schedule of class rates applying to principal 
points tributary to Tacoma. Address Traffic Dept. 
















Transportation costs greatly 
reduced through use of our 


PACKAGE CARS 


Now moving via National Lines, 
“Insured for Preferred Service” 






All Southwestern Washington points exclusive Tacoma territory 
on basis of freight rates. 


Points north and‘ east on a parity with other Northwest cities. 







We specialize in Merchandise Stocks, Storage 
Accounts and Carloads for distribution. 
Rates on application. 


_ Terminal Warehouse Facilities—No Switching Charge on Carloads 
















Write for full particulars and request a copy of our 
Shipping Instructions 















































Note. items in the Docket marked with an asterisk (*) are new. 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


March 13—New York, N. Y.—Examiner McQuillan: 

13120—The National League of Commission Merchants of the U. 8. 
vs. Pa. R. R. et al. 

13120 (Sub. No. 1)—American Fruit Growers, Inc., New York di- 
vision, vs. Pa. R. R. 

13120 Coup No, 2)—Chas. A. Houck vs. Pa. R. R. 

13120 (Sub. No. 3)—J. & G. Lippman, Inc., vs. Pa. R. R. 

13120 (Sub. No, 4)—M. H Hellman vs Pa. R. R. 

13120 (Sub. No. 5)—I. Lowenthal vs. Pa. R. R. 

13120 (Sub No. 6)—J. Pratt Carroll, Inc., vs. Pa. R. R. 

13120 (Sub. No. 7)—American Fruit Growers, Inc., New York di- 
vision, vs. Pa. R. R. 


March 13—New York, N. Y.—Examiner Barclay: 
“ee and repair of railway equipment (C. R. R. of 


March 13—Zanesville, O.—Examiner W. H. Wagner: 
13277—American Clay Products Co. vs. Pa. R. R. et al. 


March 13—Washington, D. C.—Examiner Kephart: 
13109—Star Timber Co. vs. C. & N. W. 


March 13—Seattle, Wash.—Examiner Hillyer: 
13136—International Lime Co. vs. Director General, C. M. & St. 


P. Ry. 
11767—Thomas W. Simmons & Co. vs. Director General. 


March 13—Pittsburgh, Pa.—Examiner Gerry: 
13340—Humphrey Brick and Tile Co. vs. Director General, Pa. R. R. 


et al. 
13242—D. Kellerman vs. Director General. 


March 13—Chicago, Ill.—Examiner Money: : ' 
a Reguladora Del Mercado De Henequin vs. Director 
eneral. 
ee Reguladora del Mercado de Henequen vs Director 
eneral. 
13239—Swift & Co. vs. Director General, as agent. 
March 13—Memphis, Tenn.—Examiner Eddy: 
. and S. 1431 (and first supplemental order)—Cotton and cotton lint- 
ers from Mississippi Valley points. 


March 14—Washington, D. C.—Examiner Kephart: 
* |, and S. 1498—Reconsignment of lumber and other forest products at 
Boston, Ind. 
March 14—Pittsburgh, Pa.—Examiner Gerry: 
13306—Armstrong Cork and Insulation Co. vs. Pa. R. R. 
12143—Gulf Refining Co. of La. vs. St. L.-S. F. et al. 


March 14—Chicago, Ill—Examiner Money: 
13347—Armour & Co. vs. Director General. 
12423—Armour & Co. et al. vs. A. C. L., Director General et al. 
i. and S. 1494—Application of class rates on fresh meat and dressed 
poultry from Chicago and other points to gulf ports for export. 


March 14—New York, N. Y.—Examiner McQuillan: 
13349—David Kaufman & Sons Co. vs. C. R. R. of N. J. et al. 
13339—Coastwise Lumber and Supply Co., Inc., vs. B. & O. 


March 14—Kansas City, Mo.—Examiner Shanafelt: 
13237—Kansas City Hay Dealers’ Assn. vs. A. T. & S. F. Ry. et al. 


March 14—Seattle, Wash.—Examiner Hillyer: 
13386—Rex Metal Works vs. Director General, Nor. Pac. Ry. et al. 
13317—Mitsui & Co., Ltd., vs. Director General, O.-W. R. R. 
Nav. Co. 


March 15—Argument at Washington, D. C.: ’ 
11304—American Smelting and Refining Co. et al. vs. Director Gen- 
eral, B. & O., et al. ‘ ’ 
11299—William Wylie Beall vs. Wheeling Traction Co. . 
11299 (Sub. No. 1)—Chas. J. Schuck vs. Wheeling Traction Co. 
12688—The Republic of France vs. Erie. 


March 15—Seattle, Wash.—Examiner Hillyer: 
13452—Frank P. Dow Co., Inc., vs. Director General. 


March 15—New York, N. Y.—Examiner McQuillan: 
13229—Spencer Kellogg & Sons, Inc., vs. D. L. & W. et al. 
13316—Spencer Kellogg & Sons, Inc., vs. W. S. R. R. et al. 


March 15—Chicago, Ill.—Examiner Money: 
13284—French Battery and Carbon Co. vs. C. & N. W. et al. 


March 15—Cincinnati, O.—Examiner W. H. Wagner: 
13258—Webb Fuel Co. vs. Director General. 


March 16—Argument at Washington, D. C.: 
12081—Fairmont & Cleveland Coal Co. vs. B. & O. 
12082—Fairmont & Cleveland Coal Co. vs. Monongahela. 
12083—New River Co. et al. vs. Virginian. 
12084—New River Co. et al. vs.-C. & O. : 
12362—Bell & Zoller Coal Co. et al. vs. B. & O. S. W. et al. 
12399—Vigo Mining Co. et al. vs. P. C. C. & St. L. et al. 


March 16—Washington, D. C.—Examiner Witters: 
13220—Cincinnati Assn. of Purchasing Agents vs. L. & N. 


March 16—Washington, D. C.—Examiner Kephart: 
t and S. 11—T’ap line case—Petition of Natchez, Columbia & Mobile 


March 16—Chicago, Ill.—Examiner Money: 
13230—American Farm Bureau Federation vs. A. G. S. et al. 


March 16—Seattle, Wash.—Examiner Hillyer: 
13246—Wenatchee Valley Fruit Exchange vs. Nor. Pac. Ry. et al. 
March 16—Cleveland, O.—Examiner Gerry: ‘ 
Wee tetene! Petroleum Assn. et al. vs. Director General, Pa. 
R. R., et al. : 
13300—Rockwood Sprinkler Co. of Illinois vs. Director General. 
ne nly sanenes Petroleum Assn. et al. vs. Director General, Pa. 
R. R. et al. 
March 17—Ft. Worth, Tex.—Examiner army : : 
1. and S. 1487—Routing on sheep from K. C. M. & O. Texas points to 
Kansas City, Chicago and other points. 
March 17—Argument at Washington, D. C.: 
11980—Michigan R. R. Co. vs. Pere Marquette et al. 
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1, and S. 1427—Reciprocal switching at Kansas City, Mo., and Kansas 
City, Kan. 
March 17—Cleveland, O.—Examiner Gerry: 
13276—The Dey Mfg. Co. vs. P. & R. Ry. et al. 
13133—North Star Oil and Ref. Co., Ltd., vs. Director General, Can. 
Pac. Ry. et al. 
13133 (Sub. No. 1)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, C. R. I. & P. et al. 
13133 (Sub. .No. 2)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, K. C. M. & O. et al. 
13133 (Sub. No. 3)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, B. & O. et al. 
13133 (Sub. No. 4)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, B. & O. et al. 
13133 (Sub. No. 5)—North Star Oil and Ref. Co.. Ltd., vs. Director 
General, Can. Pac. et al. 
13133 (Sub. No. 6)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, Can. Pac. et al. 
13133 (Sub. No. 7)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, Can. Pac. et al. 
13133 (Sub. No. 8)—North Star Oil and Ref. Co., Ltd., vs. Director 
General, Can. Pac. et al. 
March 17—Chicago, Ill.—Examiner Money: 
13181—Burlington Shippers’ Assn. et al. vs. A. C. & Y. et al. 
March 17—Seattle, Wash.—Examiner Hillyer: 
1. and S. 1486—Proportional class rates between Seattle, Tacoma, 
Wash., and Portland, Ore. 
March 17—Washington, D. C.—Examiner Kephart: 
13281—Smokeless Fuel Co. et al. vs. N. & W 
March 17—Vicksburg, Miss.—Examiner Eddy: 
13250—The Tallulah Cotton Oil Co. vs. Mo. Pac. et al. 
March 17—New York, N. Y.—Examiner McQuillan: 
13327—John Hawkins & Sons vs. Director General and Erie. 
13329—Alpha Portland Cement Co. vs. Pa. R. R. Portions of Fourth 
Section App. 1625 of C. C. McCain. 
March 18—Seattle, Wash.—Examiner Hillyer: 
13374—Cascade Timber Co. and North Coast Timber Co. vs. Director 
General, C. M. & St. P. et al. 
March 18—Argument at Washington, D. C.: 
1. and S. 1455—Intermediate switching charges at Peoria and Pekin, 


Til. 
13110—The Minneapolis & St. Louis R. R. Co. vs. P. & P. U. 
March 18—Natchez, Miss.—Examiner Eddy: 
13268—Natchez Chamber of Commerce et al. vs. the Ill. Cent. et al. 


March 18—Cleveland, O.—Examiner Gerry: 
8479—American Fork and Hoe Co. et al. vs. St. L.-S. F. R. R,, 
Director General et al. 


March 18—Buffalo, N. Y.—Examiner H. J. Wagner: 
13287—Covert Gear Co., Inc., et al. vs. Pa. R. R. et al. 
March 18—Tulsa, Okla.—Examiner Shanafelt: 
be 9 ya Refineries, Inc., vs. Director General, Midland Val- 
ey et al. 
13302—Barnsdall Refining Co., Bighart Producing and Refining Co., 
vs. C. of Ga. et al. 
March 18—New York, N. Y.—Examiner McQuillan: 
12544—Swift & Co. vs. Director General, Erie R. R. et al. 
March 20—Argument at Washington, D. C.: 
12357—Ogden Packing and Provision Co. vs. D. & R. G. et al. 
12741—Nevada Packing Co. vs. Sou. Pac. et al. 


March 20—Omaha, Neb.—Examiner Disque: 
13273—In the matter of interstate and intrastate rates on ordinary 
live stock, in carloads, from points in Nebraska to Omaha and 
South Omaha, Neb., in their relation to rates on the same commod- 
ity, in carloads, from points in Nebraska to Kansas City and St. 
Joseph, Mo., and Sioux City, Ia. 


March 20—Washington, D. C.—Examiner Kephart: 
5504—The Cotton Manufacturers’ Assn. of South Carolina vs. C. C. & 


- 4 of S. C. et al. (Reasonableness of rates via Va. & S. W. 


March 20—Washington, D. C.—Examiner Bartel: 
13421—In the matter of rates on bunker coal. 
Portions of fourth section apps. 703 of A. C. L. R. R.; 1479 of C. C. 
& O. Ry.; 1760 of C. & O. Ry.; 1548 of Sou. Ry.; and 1573 of S. A. 
L. Ry., and others involving rates on bunker coal. 


March 20—Chicago, Ill._—Examiner Money: 
13028—George Green Lumber Co. et al. vs. Ann Arbor R. R. et al. 


March 20—Toledo, O.—Examiner Gerry: 
13328—The Seneca Wire and Mfg. Co. vs. L. E. & W. R. R. et al. 


March 20—Houston, Tex.—Examiner Mackley: 
1. and S. 1485—Coffee from gulf ports to interstate points. 
! and S. 1485 (first supplemental order)—Coffee rfom gulf ports to 
interstate points. 


March 20—Buffalo, N. Y.—Examiner H. J. Wagner: 
ba a ig Board of Commerce, Inc., of Lockport, N. Y., vs. N. Y. 
. et al. 
March 20—Tulsa, Okla.—Examiner Shanafelt: 
13102—Producers’ Refining Co. vs. A. T. & S. F. Ry. et al. 
March 20—Tacoma, Wash.—Examiner Hillyer: 
13344—Stone-Fisher Co. vs. Director General, C. M. & St. P. 


March 20—Washington, D. C.—Examiner Eshelman: f 
Valuation Docket 51—In re valuation of property of Evansville & 
Indianapolis R. R. 


March 20—St. Louis, Mo.—Examiner W. H. Wagner: 
13217—Illinois Glass Co. vs. Director General, Ill. Term. R. R. 
13155—Roman & Bush Pig Iron and Coke Co. vs. Director General, 
W. Md. Ry. et al. 
March 21—Chicago, Ill.—Examiner Hosmer: 
12071—Adriatic Mining Co. et al. vs. C. & N. W. Ry. Co. et al. 
March 21—Argument at Washington, D. C.: 
12412—Texas Steel Co. (R. S. Collin and W. H. Lantz, receivers) V5. 
Director General, C. R. I. & P. et al. 
12412 (Sub. No. 1)—Texas Steel Co. (R. S. Collin and W. H. Lantz, 
receivers) vs. Director General, C. R. I. & P. et al. 




















ctor 
ctor 
ctor 
ctor 
ctor 


‘ctor 


oma, 


‘dinary 
1a and 
mmod- 
ind St. 


S.C. 
Ss. W. 


Pha eh 
Te 
PQ 


t al. 
ports to 


 N. Y- 


sville & 


R. 
General, 


t al. 


vers) VS. 
. Lantz, 

























March 11, 1922 


THE TARIFF FILINGS 





THE TRAFFIC WORLD 





North China 


Line 
Columbia Pacific Shipping Company 


Regular Direct Freight Service Without Transhipment 















Rejections and Suspensions 


The Embargo Notices, Modifications, and 




















Cancellations 
PORTLAND, OREGON 
The Fourth and Sixth Section Orders TO 
AND THE sey | oe ea, Lg Tientsin 
oe” epfe s 9 t 9 
| Consolidated Classification SS WEST —. “ san nat . . May 8 
AND SS LAS VEGAS ..... April 17 SS PAWLET ...... May 29 
: : Sh hai, Manila and H k 
Railroad Rate Committee pata 2 — peony ong 






(Oe May 17 
SS WEST CAYOTE .. . June 17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 


UNITED AMERICAN LINES, INC., 39 Broadway, 


New York City 


UNITED AMERICAN LINES, INC., 327 South. La Salle Street, 
R. T. JOHNS & COMPANY, INC., Central Building, 


Seattle, Washington 


COLUMBIA PACIFIC SHIPPING CO. 
GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 


DOCKETS 


Are All Now Promptly Printed in 


THE DAILY TRAFFIC WORLD 


AND 


THE WEEKLY TRAFFIC BULLETIN 


Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 


(Publishers The Traffic World) 
418 South Market Street Chicago, IIl. 



































STATISTICS! STATISTICS! 


VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘‘REASONABLENESS”’ OF RATES ! 


Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


‘The Rates Complained Of Are Not Shown To Be Un- 
reasonable,”’ or ‘‘Defendants Have Failed to Justify,”’ etc. 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means | 
at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short | 
order. ‘Telegraphic orders given preferred attention. | 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
Data For You. 


Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION | 
505 Colorado Building eee Washington, D. C. | 
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11889—Port Arthur Chamber of Commerce and Shipping vs. Texar- 

kana & Ft. Smith Ry. et al. 

* Finance Docket 1489—In re application of Redmond D. Stephens, co- 
receiver, for permission to abandon the Indiana coal railway di- 
vision of the C. & E. I. R. R. Co. 

March 21—New Orleans, La.—Examiner Eddy: ~ 

13290—Secretary of War, operating Mississippi-Warrior Service, vs. 
Aberdeen & Rockfish et al. 
March 21—Washington, D. C.—Chief Examiner Quirk: 
11567—The Order of United Commercial Travelers of America vs, 
Pullman Co. (further hearing). 
March 21—Chicago, Ill.—Examiner Money: 
13283—General Gas Light Co. vs. Ala. Gt. Sou. R. R. et al. 
March 21—Detroit, Mich.--Examiner Gerry: 
13252—St. Clair Brick Co. vs. Director General, Grand Trunk West- 
ern Ry. et al. 
13243—Wabash Portland Cement Co. vs. Ann Arbor R. R. et al. 
13289—Mark McFadden vs. Director General. 
13289 (Sub. No. 1)—R. L. Aylward vs. Director General. 
13289 (Sub. No. 2)—Mark McFadden vs. Director General. 
13289 (Sub. No. 3)—West Side Coal Co. vs. Director General. 
— No. 4)—Schmied Coal and Lumber Co. vs. Director Gen- 
eral, 
13289 (Sub. No. 5)—West Side Coal Co. vs. Director General. 
13289 (Sub. No. 6)—A. L. Aylward vs. Director General. 
13289 (Sub. No. 7)—A. L. Aylward vs. Director General. 
. 13289 (Sub. No. 8)—Union Coal Co. vs. Director General. 
13289 (Sub. No. 9)—Mark McFadden vs. Director General. 
13289 (Sub. No. 10)—F. E. Burdette Coal Co. vs. Director General. 

March 22—Argument at Washington, D. C.: 

11117—Magnolia Provision Co. vs. Director General, A. C. L. et al. 

11495—Magnolia Provision Co. et al. vs. Abilene & Southern et al. 

12880—Dean Mill Co. vs. Mo. Pac. et al. 

ey “1 W. Garrow & Co. et al. vs. Director-General, G. H. & S. A. 
et al. 

March 22—Ft. Worth, Tex.—Examiner Shanafelt: 

1. and S, 1491—Refined petroleum from Oklahoma to southern Illinois. 

March 22—New Orleans, La.—Examiner Eddy: 

13299—New Orleans Refining Co., Inc., vs. A. T. & S. F. et al. 
13336—Neal Veneer Co. vs. Marianna & Blountstown R. R. et al. 

March 22—Portland, Ore.—Examiner Hillyer: 

13085—Sullivan Lumber Co. vs. Director General. 

13199—West Coast Lumbermen’s Assn. et al. vs. Director General, 
Sou. Pac. Co. et al. 

be” ian Coast Lumbermen’s Assn. et al. vs. Abilene & Southern 
et al. 

March 22—Chicago, Ill—Examiner Money: 

1, and S. 1490—Grain from Ill. Cent. R. R. Illinois points to New Or- 
leans, La., for export. 

March 23—Ft. Worth, Tex.—Examiner Shanafelt: 

* 1. and S. 1502—Brick from Texas producing points to interstate des- 
tinations. 

March 23—Argument at Washington, D. C.: 

12419—National Rolling Mill Co. vs. Director General, B. & O. et al. 

12553—Indiana Board and Filler Co. vs. Director General and B. & O. 

bag a . 1)—Indiana Board and Filler Co. vs. Director General 

an : : 

12654—Terre Haute, Indianapolis & Eastern Traction Co. vs. Director 

General, C. C. C. & St. L. et al. 
12454—Cannelton Sewer Pipe Co. vs. Director-General and Sou. Ry. 
12454 (Sub. No. 1)—Huntingburg Pressed Brick Co. vs. Director- 
General and Sou. Ry. 

12454 (Sub. No. 2)—U. S. Hame Co. vs. Director-General and Sou. Ry. 

12524—Indiana Cotton Mills vs. Director-General and Sou. Ry. 

12524 (Sub. No. 1)—John Obrecht Sons’ Mfg. Co. vs. Director-General 

and Sou. Ry. 

bey No. 2)—Tell City Woolen Mills vs. Director-General and 

Sou. Ry. 
12524 (Sub. No. 3)—U. S. Brick Co. vs. Director-General and Sou. Ry. 


THE TRAFFIC WORLD 






Vol. XXIX, No. 10 





12524 (Sub. No. 4)—Tell City Furniture Co.vs.-Director-General and 
Sou. Ry. 

12524 (Sub. No. 5)—Knott Mfg. Co. vs. Director-General and Sou. Ry. 

12524 (Sub. No. 6)—Tell City Flouring Mills vs. Direetor-General. and 
Sou. Ry. ee 

12524 (Sub. No. 7)—Tell City Water & Light Co. vs. Director-General 
and Sou. Ry. : 

Fourth Sections App. 12099 of P. R. R. 

March 23—Battle Creek, Mich.—Examiner Gerry: 
13204—Kellogg Toasted Corn Flake Co. vs. Ann Arbor et al. 


March 24—Chicago, Ill—Examiner Money: 
11757—Chicago, St. Paul, Minneapolis & Omaha Ry. Co. et al. vs. 
Great Lakes Transit Corp. 


March 24—Boston, Mass.—Examiner H. J. Wagner: | ; 
13408—The Atwood-Crawford Co. vs. Boston & Maine et al. 


SANTA FE SUBSIDIARY EXTENSION 
The Trafic World Washington Bureau 


The Commission has authorized the Santa Fe, by means of a 
certificate of public convenience and necessity issued to the 
Dodge City & Cimarron Valley Railroad Company, all the stock 
of which is owned by the Santa Fe, to extend the line of that 
subsidary from a point near Satanta, Kans., through Haskell, 
Grant, and Stanton counties in Kansas and through a corner of 
Baca County, Colo., a distance of about 55 miles, at a cost esti- 
mated at $1,400,000. The Santa Fe has the money and the equip- 
ment to build and operate it. When the road has been com- 
pleted and leased to the Santa Fe, it is proposed to ask for per- 
mission to issue securities with which to reimburse the Santa 
Fe for the outlay. 

It is estimated the Santa Fe will obtain a gross revenue of 
$239,125 for the first year and $840,500 in the fifth year, by rea- 
son of the construction of the branch. Of that gross revenue, 
the branch will contribute $51,500 the first year and $184,000 
in the fifth. It is estimated the average haul on the branch will 
be 40 miles and on the Santa Fe proper 500 miles. A further 
estimate is that 70 per cent of the traffic will be created by 
reason of the extension, although the population to be served 
now is only 2,956. It is a dry farming section in which most 
of the land is now devoted to grazing. The railroads in that 
part of the country are from 40 to 70 miles apart. The branch, 
according to the Commission’s report, will divide the territory 
so as to give a line about midway between existing railroads. 

The extension was located in 1917 but the Railroad Admin- 
istration stopped work in 1918 when about 70 per cent of the 
right of way had been procured. Contracts were extended and 
the project taken up after the war and the right of way has been 
procured. 


D. T. & I. BONDS 
The Detroit, Toledo & Ironton has been authorized by the 
Commission to issue $451,000 of first mortgage 50-year 5 per 
cent gold bonds, which will be sold at not less than par for 
cash to Henry Ford and members of his family who control 
the property. The proceeds will be used in reimbursement of 
expenditures made for additions and betterments. 


INTERSTATE COMMERCE COMMISSION HEARINGS 


Requests for official transcripts of testimony taken in proceedings of the Commission throughout the 
country (except Washington) should be addressed to THE STATE LAW REPORTING COMPANY, Official 
Reporters I.C.C., Woolworth Building, New York, or placed with the Official Reporters in attendance 


at the hearings. Authentic copies of transcripts can be had from no other source. The cost of tran- 
scripts is placed at the nominal rate of 1214 cents a page, fixed by the Commission. 


TRANSCRIPTS OF I. C. C. CASES HEARD SINCE DECEMBER 1, 1920, CAN BE FURNISHED. 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 
Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member National 
Industrial Traffic League. 


Munsey Bidg., Washington, D. C. 


LESSER & LESSER 
Attorneys and Counsellors at Law| Attorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street CHICAGO | and rate litigation and claims, 


enn ee a et ae ee eI ee a ee a eee 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
101-106 WOODWARD BLDG., WASHINGTON, D.C. 


a number of years attorney and ex- 
pm EH, Interstate Scmmeres Commission.) 


EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding, 
St. Louts, Mo. Ae 


Special attention to matters before Interstate 
Commerce and State Commissions and railroad 
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i Mr. Traffic Man:— 


Have You a Chicago 
Warehousing Problem? 


Save yourself and your Company Time, 
Money and Worry by distributing your prod- 
ucts to your midwestern trade through the 
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“Pennsylvania Tank Cars are used by Leaders of Industry 
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TANK CARS 


PENNSYLVANIA _ 


P.CX.S600 


TANK LINE — 
SHARON. PA 


‘Pennsylvania’ Construction 
Stands Up Under All 
Conditions 


A number of “PENNSYLVANIA” Tank 
Cars have been sold and leased for service 
in the Mexican oil fields, where they have 
satisfactorily demonstrated their capacity to 
come through the unusual traffic conditions 
of that rich oil land. 


At the left (bottom) is shown the top view 
of the ‘“‘PENNSYLVANIA” Arch Bar Truck; 
directly above it is a view showing the slab- 
bing and running board arrangement as ap- 
plied to “PENNSYLVANIA” Underframes. 
Above is a broadside showing the long clean 
cut Tank, the Tank Band Anchorage, Dome 
Platforms and Miscellaneous Detailed Con- 
struction of the latest Type A-1 D “PENN- 
SYLVANTIA”’ Tank Car. 

There are more than 5,000 “PENNSYL- 
VANIA” Tank Cars in the Pennsylvania 
Tank Line. Information as to lease and 


operation may be obtained from any of our 
district offices. 


‘After all, quality counts’’ 
The Pennsylvania Tank Car Company 
Pennsylvania Car Company 
Pennsylvania Tank Line 


Sharon, Pennsylvania 


New York St. Louis 
Houston Tampico 
Kansas City Tulsa 
Denver San Francisco 
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SOUTHERN PACIFIC LINES 
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Where they reach Whereto reach them 


THE WEST COAST OF MEXICO 


On February 5, 1922, FREIGHT AND PASSENGER SERVICE WAS 
RESUMED on the SOUTHERN PACIFIC RAILROAD OF MEXICO to 
Tepic, in the State of Nayarit. This makes possible the development of the 


agricultural, mining, live stock and lumber resources of that rich and fertile 
section. 


The climate and soil of Nayarit are particularly adapted to the growing 
of tobacco, sugarcane, corn, rice, beans, bananas and winter vegetables. The 
State is covered with a luxuriant growth of grass the year ’round, as drought 
is unknown, providing excellent possibilities for cattle raising. 


A number of gold and silver mines are being operated in a small way but 


there are indications that, now that the country is tranquil, the mining in- 
dustry will be materially developed. 


SOUTHERN PACIFIC LINES 


NEW YORK NEW ORLEANS TUCSON, GUAYMAS, SONORA, 
165 Broadway Pan-American Bank Building Arizona Mexico 
HOUSTON 


SAN FRANCISCO 


Southern Pacific Building Southern Pacific Building 


Every Mile a Scene Worth While 
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LUCKENBACH LINES ||! 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK, PHILADELPHIA, BOSTON, SAN DIEGO, LOS ANGELES HEN 
SAN FRANCISCO, PORTLAND, SEATTLE, TACOMA, VANCOUVER | . 


MOBILE, NEW ORLEANS, SAN DIEGO, LOS ANGELES, SAN FRANCISCO ron 
PORTLAND, SEATTLE, TACOMA, VANCOUVER 





ONE 
SIX | 
: 
Through Bilis of Lading issued to and from other North Pacific Ports and Hawaiian Islands. = 
418- 
GENERAL OFFICES: 44 Whitehall Street, New York 
Marquette Bldg. Lafayette Bldg. Oliver Building 1024 Prudential Building Central Bldg. Merchants Exchange Pierce Building 
Chicago Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis | 
Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L. C. Smith Bldg. 211 Eleventh St. | Empire Shipping Co., Agents omy 
Mobile, Ala. New Orleans, La. Portland Seattle Tacoma, Wash. Vancouver, B. C. Riv 
for 
son 
by 
it | 
7 his 
Here is ill 
how you CUT YOUR FREIGHT RATES || | : 
n 
how you tha 
7 e nec 
on merchandise shipments | |» 
You who have been seeking lower freight rates and found that the Carriers could not ask 
supply them, are hereby advised that we can do so through our bro 


Consolidated Carload Merchandise Service tt 


from Boston, New York, Philadelphia, Cleveland, Cincinnati to Chicago, and from Chicago to any of those 






points mentioned, as well as to St. Louis, Kansas City, Denver, Los Angeles, San Francisco and Seattle. tha 
This applies to all merchandise taking 3rd, 4th and 5th class carload rates under Official Classifications IS: 
and 5th class and Class A carload rate under Western Classification, and means reduced freight charges and Zima 
prompt delivery on your L. C. L. shipments. litt] 
To save money ship your freight via this merchandise consolidation service of ours. play 
wot 
TRANS-CONTINENTAL FREIGHT COMPANY ee 
boa 
Export and Domestic Freight Forwarders. Was 
Consolidators of Household Goods, Machinery, Automobiles and Pianos for Domestic shipment and everything for Export. Shi 
General Offices: Chicago, 203 South Dearborn St. que 
Eastern Offices: New York, Woolworth Building i 
a> Boston, Old South Bldg. Cincinnati, Union Trust Bldg. San Francisco, Monadnock Bldg. ‘ no ar 
Se RR Buffalo, Ellicott Square Cleveland, Hippodrome Bldg. Seattle, Alaska Bldg. SR ee 0 
FANS CONTINENTAL FREQ Philadelphia, Drexel Bldg. Los Angeles, Van Nuys Bldg. Portland, Oregon, 13th and Kearney Sts MANS CONTINENTAL FREI 






Write the Nearest Office. 





